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Otis Inclined= Dock Elevator in- 
stalled at the piers of the Mer- 
chants and Miners Transporta 
tion Co., Boston, Mass. Showing 
freight being transported from 
ship to dock at low tide. 


Moving freight from ship to dock 
speedily, economically and with 
out effort by means of thé Otis 
Inclined Dock Elevator, Ocean 
Steamship Company Docks, 
Charlestown, Mass. 


Otis Inclined Elevator at the terminal warehouse of the Pere 
A Marquette Railroad, Detroit, Mich, This machine transports 
the “overflow freight from the first floor to the second. 


A year of unprecedented prosperity in American Commerce. Warehouses filled to bursting. Terminals 
congested with traffic. Everyone is busy—everyone is hustling. 

In the midst of your problems of how to handle the tremendous. volume of traffic, don’t overlook the 
efficiency systems of package handling made possible by 


OTIS INCLINED ELEVATORS 


_ .. By using Otis Inclined Elevators, loads are moved intact from loading to storage point. The truck is brought from the loading position to the foot, of the 
incline, the axle engages the moving steel chain, and truck, load and attendant are pushed upward at a rapid pace. 


No extra men needed to haul and push the load up the ascent. The chain moves rapidly, compelling greater speed from all the gang. 


Think of the savings in time—in labor—in money! The three photographs are typical of the many places where these Inclined Elevators are moving 
hundreds of tons of package freight at savings of from 2 cents per ton upward. 





Write us for performance records. Write us for complete catalogue. Write us today. 
OTIS ELEVATOR COMPANY 
Eleventh Ave. and Twenty-sixth St., New York 600 W. Jackson Blvd., Chicago 





Offices in All Principal: Cities of the World 








The National industrial Traffic League. 
Object.—The object of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate with the Interstate 
Commerce Commission, state railroad 
commissions and transportation compa- 
nies in promoting and sectring better un- 
derstanding by the public and the state 
and national governments of the needs of 
the traffic world; to secure proper legis- 
lation where deemed necessary, and the 
modification of present laws where con- 
sidered harmful to the free interchange 
of commerce; with the view to advance 
fair dealing and to promote, conserve 
and protect the commercial and trans- 
portation interests. 
‘ Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 


‘Officers 


Cy tM co eat e. oS ue President 
Manager Traffic Department, Cin- 
cinnati Chamber of Commerce and 

_ Merchants’ Exchange. 

W. H. “Chandler:.......... Vice-President 
Manager Transportation Dept., Bos- 
ton Chamber of Commerce. 

Oscar F. Bell......... Secretary-Treasurer 
T. M. Crane Co., 836 South Michi- 
gan Ave., Chicago, Il. 

BB. TACO: vicisy a a1ersce phciis Asst. Secretary 
5 North La Salle St., Chicago. 


Commercial Traffic Managers of Philadel- 
phia. Walter B. Grieves, Pres.; T. Noel 
Butler,’ Secy., Philadelphia, Pa. 

National ‘Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Trf. Mer. 
American Trust Bldg., Chicago, Ill. 

Northern. Pine Manufacturers’ Associa- 
tion. H. S.. Childs, Secy., Minneapolis. 

Manufacturers’ Association, in charge of 
traffic of industries located at Sterling 
and Rock Falls, Ill. 


a. tes.” WORM es inchs 6 Ce Chk: President 
mens BRASeRE 6. os ies a st Vice-President 
‘W. J. Burleigh ...... Secretary-Treasurer 
Wes. TAMAR Ss Kas Traffic Manager 


All correspondence relative to move- 
ment of'traffic to or from Sterling and 
Rock Falls, Ill., should be addressed to 
the Traffic Manager, General Offices, 
Lawrence Building, Sterling, Ill. 








Charles Conradis 
Practices before the 
Interstate Commerce Commission 
418-480 South Market St., Chicago 
606-7-8-9-10 Colorado Bidg., Washington, D. C. 


John B. Daish 
Interstate Commerce Cases only 


602-606 Hibbs Bldg., Washington, D.C. 


Walter E. McCornack 


Formerly attorney for Interstate 
culate; Chaenibe at Law 


Suite 956 First Nationa! Bank Bidg., 
Chicago, Ill. 


C. D. Chamberlin 
Attorney at Law and Commerce 


1019-1023 Rose Bldg. Cleveland, Ohio 


DIRECTORY OF ATTORNEY 


Commerce Com- 
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The Memphis Freight Bureau. L. R. 
Donelson, Pres.; \v¥. G, Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic ‘Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; H. D. Eberly, Vice- 
Pres.; B. T. Rath, Secy. and Traffic 
Director, Chicago. 

National League of Commission Merchants 
of the United States. John C. Scales, 
Pres.; Chicago, Ill.; R. S. French, Busi- 
ness Manager, 90 West Broadway, New 
York. 


TRAFFIC CLUBS. 


Baltimore. Traffic Club. W. W. Erdman, 
Pres.; C. C. Kailer, Secy. 

Birmingham Traffic and Transportation 
Ciub. T. L. Hill, Pres.; J. W. Bryan, 


Secy. 
Brooklyn ‘Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 


Buffalo Transportation Club. J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 
Chicago Traffic Club. Fred Zimmerman, 

Pres., W. H. Wharton, Secy. 
Chicago Transportation Association. A. D. 
Davis, Pres.; W. I. Chudleigh, Secy. 
Cleveland Traffic Club. -J. W*. Clark, 
Pres.; M. F. Doyle, Secy. 

Dallas Traffic Club. Mark Ford, Pres.; 
C. E. Hinds, Secy. 

Dayton, O.—Traffic Club of the Greater 


Dayton Association. J. W. Cobey, 
Chairman; E. G. Biechler, Secy. 
Denver Commercial Traffic Club. F. M. 


Andrews, Pres.; Kk. Flickinger, Secy. 
Detroit Transportation Club. Charles P. 
Hackett, Pres.;: W. R. Hurley, Secy. 
Erie Traffic Club. E. F. Smith, Pres.; 

M. W. Eismann, Secy. 
Fort Worth Traffic Club. R. E. Lay, 


Pres.; R. R. Wilson, Secy. 
Freeport, iil.—Greater Freeport Traffic 
Club. W. H. Jenner, Pres.; F. F. Pep- 


perdine, Secy. 
Grand Rapids Traffic Club. L. M. Mac- 
Pherson, Pres.: R. L. Byerly, Secy. 
Houston Traffic Club. R. H. Spencer, 
Pres.; F. A. Leffingwell, Secy. 


H. R. Small 


Practices Before the Interstate 
Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 





Hal H. Smith 


(Beaumont, Smith & Harris) 





Leading Commercial and Traffic Organizations 


Indianapolis Transportation Club. Wil 
liam Thorn, Pres.; L. E. Stone, Secy. 

Jacksonville Traffic Club. R. H. May 
Pres.: F. C. Sawyer, Secey.-Treas. 

Kansas City (Mo.) Railroad Club. 
lace A. MacGowan, Pres.; Claude Man- 
love, Secy. 

Kansas City Traffic Club. 
Coy, Pres.; Alfred A. Wild, Secy. 

Lima Transportation Club. 


Thurston, Pres.; H. C. Smith, Secy. 


Louisville Transportation Club. =....G. 


Maus, Pres.; S. J. McBride, Secy. 


Milwaukee Traffic Club. CC. C. Backus, 


Pres.; H. L. Taylor, Secy. 


Minneapolis Traffic Club. L. H. Caswell, 


Pres.: J. M. Burdick, Secy. 
Newark Traffic Club. 
Pres.; Roy S. Busby, Secy. 


New England Traffic Club, Boston. W. 
P. Libby, Pres.; C. A. Anderson, Secy. 
Thomas A. 


New York Traffic Club. 
Gantt, Pres.; C. A. Swope, Secy. 


Omaha Traffic Club. E. C. ‘Wilbur, Pres.; 


Cc. D, Baline, Secy. 


Peoria Transportation Club. T. A. Grier, 


Pres.; C. H. Gillig, Secy. 


Philadelphia Traffic Club. George J. Lin- 


coln, Pres.; Don C. Hunter, Secy. 
Pittsburgh Traffic Club. 

Pres.: D. L. Wells, Secy. 
Portland Transportation Club. 

Hallock, Pres.; W. O. Roberts, Secy. 


Rockford Traffic Club. J. H. Miller, Pres.; 


L. E. Golden, Secy. 


Salt Lake City Transportation Club. A. 
R. McNitt, Pres.; R. E. Rowland, Secy. 
San Francisco Transportation Club. Henry 


Avila, Pres.; James G. Melvin, Secy. 
Seattle Transportation Club. 
Pres.: F. C. Nessly, Secy.-Treas. 
Spokane Transportation Club, 
G. Shinkle, Pres.; J. W. 

Secy. 


St. Louis Traffic Club. H. M. Adams, 


Pres.: ‘Wt. S. Crilly, Secy.-Treas. 


Toledo Transportation Ciub. Joseph Gold- 


baum, Pres.: Harry S. F'ox, Secy. 


Topeka Traffic Association. J. F. Haskell, 


Pres.: Samuel E.. Lux, Secy.-Treas. 
Washington Traffic Club. 
Pres.: W. B. Peckham, Secy. 





PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


Jean Paul Muller 
ACCOUNTANT AND ATTORNEY-AT-LAW 
420-424 Woodward Bldg., Washington, D. C. 

Cases Involving Financial and rating Anal . 
Cost of Service Tests and 7 sea my and other 
fp a - tion before State and Federal Commis- 

ns an \ 


Blackmar & Bundschu 
Attorneys and Counselors 
Suite 9094 Commerce Building, Kansas City, Mo. 
Special Attention to Rate Claims and 
Practice Before Interstate Commerce Commission 


LeslieJ L a Hugh C. Smith 
former U. 8. Atty. former Asst. U. 8. Atty. 
Paul E. Edmonson. 


Bradley. Otis M. 
Lyons & Smith 
LAWYERS 
Mr . Bradley, formerly with Interstate Commerce 
ission, has charge of the preparation of cases 


Commission. 
before the Commission. 
Suite 1003-6 Republic Bidg., Kansas City,! Mo 


W. 8S. Morris, Jr. 


Attorney at Law 


Practices Before Interstate Commerce| Transportation Law and Interstate 
Commission 


Commerce Cases 
Norfolk, Va. 





W'al- 


John ‘W'. Mc- 


Lloyd P. Sher- 
rick, Pres.; D. L. Rupert, Secy.-Treas. 
Los Angeles Traffic Association. C. A. 





Arthur Hamilton, 


J. F. Townsend, 


Blaine 


W. H. Olin, 


Chas. V. 
MacIntosh, 


D. M. Fisher, 





Fe 
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DIRECTORY OF ATTORNEYS 2225255" 23.027 22.258 


Robert W. Hall George B. Webster _| Littleford, i ee Ballard 
Attorney and Counselor Counsel in Interstate Comm d Buildin 
Interstate Commerce Cases Public erties Chammdinn Genes” ° eee - sat ree te ng, Glasinnat Obie © 
State Commission Cases International Life Buildi sion cases and trade and tranaportation ms matters oaly 
617-620 Third National Bank Bldg. St. Louis sg Sanita cae Woeknte Den 
8ST. LOUIS, MISSOURI on, where E. EB. Williamson Coates Weccat 





THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Sulte 1806 Third National Bank Bidg., 
ST. LOUIS, MO. 
Formerly attorney Missouri Pacific and St. L., I. M. 
& 8. Ry. companies, Denver & Rio Grande’ BR. BR. 
Co. and American Refrigerator Transit Co. Counsel 


- Interstate Commerce and Public Service and Util- 
ty Commission cases 








- RICHARD TOWNSEND 


COUNSELLOR AT LAW 
B. G. Dahlberg Commerce counsel, practicing before In- 


terstate Commerce Commission and Pub- 
lic Service Commissions. Six years’ prac- 
COMMERCE EXPERT tical experience in traffic matters. 


829 OLIVER BLDG., 
PITTSBURGH, PA. 


Watson & Abernethy 


. Walker 
Rufus B. Daniel ATTORNEYS AT LAW om LITIGATION 
ATTORNEY AT LAW Specialists in Commerce Cases Forest Products Cases a Spenaity 


1601-28 Pioneer Bldg. St. Paul, Minn | Commerce Counsel for Southern Hardweod Traffic 
Interstate Commerce Cases ently 421 New York Life Bids. x Otty, Me.|.. ois ae roa aad 
626 Mills Building, El Paso, Tex. 915-018 Munsey Building. sshingten, D. 0. 








‘Arthur B. Hayes R. W. Ropiequet George Patterson Boyle 
ATTORNEY-AT-LAW ATTORNEY AT LAW aria 
Colorado Building, Washington, D. C. Interstate C P| Former Attorney for 
Former member of the 1 Department of of Justice as P ubiie Utilities. an Interstate Commerce n 
ue ~ 
Interstate Commerce Litigation | Frist wetional Bank Building, Belleville, Il. 73 wet Saas Street, 
a Specialty 506 Mermod & Jaccard Bldg., St. Louis, Me. 
Ralph N. Kellam Gustavus B. Spence 
ATTORNEY AT LAW Consulting Counsel 
Interstate Commerce Cases Interstate Commerce Cases Only 
State Commission Cases Formerly with the Interstate Commerce 
1101 Stephen Girard Bldg. > 


DETROIT, MICHIGAN 


BORDERS, WALTER & BURCHMORE 
685-661 Rookery, CHICAGO 


M. W. Borders Luther M. Walter John 8. Burehmere 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIEG 





To The TRAFFIC MANAGER 
Who Must Keep UP TO THE MINUTE 


On Tariff Filings, Rejections, oo gp sate and the other Most Important | 


Happenings 
Our Daily Traffic World and Traffic Bulletin Will Appeal 


LET US SEND SAMPLES 
THE TRAFFIC SERVICE BUREAU, CHICAGO 


‘As a. Friend of THE TRAFFIC WOPLD, please mention this paper in writing to attorneys. 
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Hotel Powhatan 





WASHINGTON, D. C. 





Penn Avenue, 18th and H Streets, N. W. 





Overlooking the White House Grounds. 
One Square from the State, War and Navy 


Departments. 
Refined Appointments, Excellent Cuisine. 


EUROPEAN PLAN 


Rooms, detached bath - - 
Rooms, private bath - - - 


Write for Souvenir Booklet-with Map. 
E. C. OWEN, Manager 


New and Absolutely Fireproof. 


- $1.50 and up 
- $2.50 and up 
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) Are you looking for 
—— A factory or warehouse 
location in the Chicago 
District with private switch 
and Belt Line service ? 


VME MEME 


VW A 


With sewer, water, gas, im- 
proved streets and other 
necessary facilities and 
conveniences ? 


With first-class service on 


shipments, in and outbound 
at Chicago rates? 





If you are after these advantages 
let us put our proposition before you. 





Clearing Industrial District 
1005 First Natiorial Bank Bldg., Chicago 
TELEPHONE RANDOLPH 136 


"  agmaeceireaiaeaipaienareiaa nent aseare tates 


ran | 


carload and less than carload 


AAA AT ATT 


229 Dearborn Station 
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WE ARE ABSOLUTELY 
NEUTRAL 


as to where you locate in the 
Chicago District, provided you 
locate on The Belt Railway of 
Chicago—and it will be to your 
interest to give some thought to 
our position. 


The Belt Railway of Chicago is 
engaged solely in transportation, 
neither directly nor indirectly in 
the sale of real estate nor in the 
development of any particular 
locality or property -along its 
line. 


Our only interest in the matter 
of the selection of your site is 
that it may most fully meet sla 
particular needs. 


We believe The Belt Railway of 
Chicago today offers industrial 
advantages difficult to find else- 
where and would appreciate an 
opportunity of conferring with 
you on the subject if you are at 
all interested. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
Chicago, Ill. 


Telephone Harrison 3690 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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EXPRESS SERVICE 
IS A PERSONAL SERVICE 


T means a great deal more than the 
mere transportation of your goods 
from one place to another. 


It means rapid transportation, safe- 
guarded transportation, careful, depend- 
able, personal-service transportation— 
of your goods. 


Judgment —initiative—a sense of re- 


sponsibility—these are the things that. 


make express service personal, there- 
fore valuable to you. When you buy 
express you buy these things as well. 


Are You Sure That You Are Taking 
the Largest Advantage of the Express? 


Wells Fargo & Co 


Express 


The Panama-Pacific International Exposition 
at San Francisco has given the grand prize— 
the highest possible award—to Wells Fargo 
for perfected and extended express service. 





\s a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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BRANDEIS AND EFFICIENCY 





Without in any way retracting what we have 
said in these columns as to our opinion of the 
unfitness of Louis D. Brandeis for the place on 
the bench of the United States Supreme Court, 
to which he has been nominated by the President, 
we may still say—and, perhaps, in fairness, ought 
to say—that the efforts made to convince the 
Senate sub-committee that he betrayed the public 
in the Five Per Cent case, have had rather a 
tendency to convince that perhaps Brandeis is not 
so narrow and demagogic as some of his other 
opponents would have us think, and that he is 
capable of rising above petty considerations to 
express what he believes to be the truth. This, 
aside from all consideration of whether what he 
believed to be the truth in this particular case, 
was a wise belief and of whether his method of 
announcing it was in accord with honorable prac- 
tice. The charge that he was dishonorable in his 
methods in this case, however, rests on the word 
of one man and is disputed by another man 
equally as reputable, who also asserts that he is 
in possession of the facts, so even here the ques- 
tion of the fitness of Mr. Brandeis is at least de- 
batable. As to the wisdom of his solution of 
the problem, opinions differ. Undoubtedly, his 
ideas were not the result of careful study and did 
not show a firm grasp of the situation, but un- 
doubtedly also, on the other hand, the railroads 
did not act entirely in good faith in their effort 
to put into the form of tariffs the charges that 
Mr.. Brandeis recommended should be made for 


so-called free services. 


eee a a tt a ee rem hae eer 
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But when all is said and done, there is much 
to be said for the fundamental thought in Mr. 
Brandeis’s doctrine, which was that the railroads 
should and could get the additional revenue 
needed by more economical and efficient admin- 
istration. Indeed, they have shown that they 
can do much by using economy, as witness the 
showing of increased net earnings resulting there- 
from. That they could do more by the adoption 
of other means of efficiency and development of 
business is beyond question. 

Mr. Brandeis did not go into details and per- 
haps he was not capable of doing so. But one 
needs only the merest insight into the railroad 
business to be certain that there are great op- 
portunities for increasing profits, even though he 
may not feel himself competent to suggest. the 
precise means. Some method of increasing effi- 
ciency of freight-car movement ought to be, and 
we have no doubt could be, devised. Wasteful 
and foolish methods of passenger advertising and 
general publicity should be cut off. Intelligent, 
intensive advertising of freight facilities should 
be used. There are many methods of increasing 
or creating freight traffic that could be adopted. 
The railroads, for instance, might follow a little 
in the footsteps of the express companies in help- 
ing to market food products, thus increasing their 
tonnage. It is not a wild dream to imagine a 
market housé as an annex to a railroad station. 
Of course, the railroads laugh at this because 
it is not railroading, but one who laughs does not 
necessarily prove by his laughter that he is wise. 
The really enterprising business man is the one 
who overlooks no opportunity to increase the 
size and profits of his business, whether the 
method suggested was used by his grandfather 
or not. He does not care how new it is. He 
only asks, “Is it good?” 

So we say that Mr. Brandeis, vague and im- 
practical as he may have been, nevertheless 
kicked his toe against a truth. Some day some 
man—perhaps one not now connected with a 
railroad—will win fame through making much 
money for his stockholders by. using methods that 
have not yet been tried. Economy and efficiency 
are good words—just as good as higher rates. 


GOVERNMENT OWNERSHIP 





It is unfortunate that the plan for Congress to in- 
vestigate the present system of regulation of com- 
mon carriers with a view to ascertaining whether it 
has reached the highest possible degree of efficiency, 
has been rendered complicated and involved by 
the adoption of the Borah amendment, providing 
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also for an investigation as to government owner- 
ship of all public utilities. Of course, Congress 
has a right to investigate government ownership 
if it wishes to, and, of course, neither those op- 
posed to nor those in favor of the.doctrine ought 
to fear to have the facts exposed. And, of course, 
no member ‘of the Senate had to vote for the 
Borah amendment if he didn’t wish to. But. it 
is unfortunate, nevertheless, that this matter had 
to be dragged in at this time, for its considera- 
tion will tend to obscure the issue as at first 
raised and will give opportunity for the sup- 
porters of this radical theory of government to 
spend the strength of their endeavor in its favor 
instead of confining themselves to the perfection 
of the regulation idea. 


If, in the thoughtful opinion of a majority of 
the members of Congress, after considering care- 
fully all phases of the subject, government own- 
ership of carriers were held to be a wiser plan 
than any kind of government regulation or con- 
trol, then, of course, there could be no criticism 
if such a policy were to be adopted—except, of 
course, as to the wisdom of the majority that had 
so decided. But the danger is that by certain 
members there will be no thoughtful considera- 
tion of improvements suggested in the regulation 
policy—they will lose sight of every other con- 
sideration in their scramble to have ,their favorite 
ism made into law. 


It is unfortunate, also, that the mere offering 
of the resolution providing for the inquiry has 
been construed as somewhat of an admission that 
the present system of regulation is a failure and 
as being, that far, an argument for government 
ownership. The adoption of the resolution after 
the Borah amendment was tacked on is just 
that much more hailed as an admission of failure 
of the present system and an argument for radical 
change. Of course, it is true that many of the 
Senators who voted for the Borah amendment 
are in favor of government ownership, but not 
necessarily that all of them are. There were 
some who were willing that all theories should 
have a chance in this investigation and there 
were some—as there alw vs are in Congress— 
that voted without any « » purpose and that 
would not be able to t -t what they do 
favor. Still, it is true is an appreciable 
sentiment in the Se overnment owner- 
ship. On the other vote by which the 
resolution was a’ a the Borah amend- 

ng in this respect, for 
ing Newlands and Un- 
who are in favor of the 


ment is indicati: : 
all those Sena‘ 
derwood—vot 
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. 
resolution as at first proposed, but who were 
against the Borah amendment. 

The resolution, before it was amended, provided 
merely for an investigation of the present system 
of regulation with a view to strengthening it 
where it might be found to be weak. It was in 
the mind of the Senator behind it—Senator Un- 
derwood—that there should be less of state con- 
trol and more dependence on some one central 
authority. This was understood to be the idea 
of the administration and the Senators backing 
the resolution, and it was approved by the car- 
riers and a large part of the public, shippers and 
nonshippers. Few voices had been raised against 
it. Perhaps the idea was a good one and per- 
haps it was not. Perhaps the changes suggested 
by the investigation committee along this line 
would have been wise and perhaps they would 
net. But we should have been permitted to have 
this question considered regardless of other issues, 
as now we fear we shall not. 

This country is committed to the policy of gov- 
ernment control and regulation of common car- 
riers. There is nothing sacred, to be sure, about 
this or any other policy and no reason why it 
should not ‘be abandoned if it -be found in- 
adequate. But it ought not to be abandoned 
until every ‘means suggested for improving and 
strengthening it has been tried, or at least 
thoughtfully considered, and government owner- 
ship ought to be considered only as a possible 
necessity when government regulation fails. 
That it has not failed few will deny. That it 
needs strengthening in some respects few also 
will deny. In our opinion, it can best be im- 
proved by the abolishing of state cOmmissions in 
so far as they control matters that bring them 
in é¢onflict with the Interstate Commerce Com- 
mission, and the placing of all such regulation in 
the hands of one central body. Others may have 
They should be tried, or at least 
considered on their merits, before we throw the 


other ideas. 


whole system overboard and try something else. 
We are not saying that we believe this is going 


to be th ‘esult—only that it is a danger to be 
guardec now that government ownership 
has be d into the consideration. 

We he vote in favor of the Borah amend- 
ment definite indication of the number 
of Se: ho believe either in government 
owners! ! that regulation by the Interstate 
Comn mmission has broken down. The 
latter \ indicate ignorance of the facts, and 
the ner, £0 Our notion, would indicate igno- 
rar ood many things besides facts. How 


(Continued. on page 444) 















1e 





February 26, 1916 





CURRENT TOPICS IN WASHINGTON 


The O’Keefe Case Decision.—If the 
Supreme Court’s decision in the 
O’Keefe case stands as law, and the 
Commission applies the mileage scaie 
to the industrial roads, it is suspected 
it will be a boon to carriers that are 
not well supplied with terminals. By 
the same sign it will be something 
else for the trunk lines that are to 
be reached by short hauls from the 
mills of the proprietary interest. The 
man who knows the history of the Supreme Court 
will not think it disrespectful to that tribunal to 
say “if” its decision in a certain case stands as 
law, something will be the effect. The court has walked 
on prior decisions too often to warrant a charge of 
disrespect being based on such a qualified statement. 
The court plainly indicates that it might have been con- 
strained to a different conclusion if it had been a tap 
line that had complained that the allowance was too low. 
The language on that point is so striking as to have 
caused more than one discussion as to whether it was 
not intended as notice to the short railroads that if they 
feel aggrieved because the Commission holds that they 
can receive only a switching allowance for a three-mile 
haul, they ought to appeal to the courts, so that the 
question may be finally determined, not on the applica- 
tion of a trunk line which suffers by reason of its prox- 
imity to points where tonnage originates, but on the peti- 
tion of a common carrier that may not find the per car 
allowance large enough to sustain the enterprise. There 
is an impression that the Wabash is not well situated 
with regard to tonnage in a number of big tonnage cen- 
ters. It is believed that if the mileage scale is applied 
to the industrial railroads, the Wabash and others situ- 
ated as it is will profit by the decision in the O’Keefe 
case, while older and more adequately “terminaled” roads 
will lose tonnage, because that method of determining 
divisions will require the short roads to make the longest 
haul so as to enable them to get the largest divisions, 
notwithstanding the fact that they would like to divide 
tonnage with all their trunk line connections. 











Commission’s Control Over Divisions—The O’Keefe 
case decision, it is believed, settles a question other 
than the direct one as to whether the Commission has 
the right, notwithstanding that tap lines are common 
carriers, to keep them in leading strings. It seems to 
make it certain the Commission has complete control over 
divisions; that, in effect it can supervise so completely 
the relations between common carriers that contracts be- 
tween them for joint operations are contracts in name 
only. The Commission has claimed authority to prescribe 
divisions, even if the parties to a joint rate have no dis- 
pute about its division. The carriers, at least pro forma, 
have denied that authority. Seemingly, the Commission 
now has power to build up a poorly placed road by re- 
quiring its more fortunate connections to pay it larger 
shares out of the money realized from joint enterprises. 
Justice Pitney seemed to say, in his opinion, that if the 
Commission believes any part of a through rate is unrea- 
sonable, not to the shipper, but to another carrier, it 
may order that part changed. He quoted a large part 
of the first and fifteenth sections—just as if the New 





Orleans, Texas & Mexico and the Louisiana & Pacific 
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stood in the relation to each other of carrier and shipper. 
He treated the New Orleans, Texas & Mexico as if it 
were applying for permission to make an allowance, un- 
der the fifteenth section, to a shipper, and the Commis- 
sion had gone into the question, in a serious way, and 
found that the cost to the tap line, of carrying lumber 
to the New Orleans, Texas & Mexico junction is so much 
less than carrying it to the more distant junctions of 
the other trunk lines, that the difference amounts to a 
rebate to the R. A. Long lumber interests, which own the 
Louisiana & Pacific. 





Troubles of the Anthracite Coal Roads.—With all his 
boils, it is doubtful whether Job had anything on the 
anthracite coal roads. On April 1, unless the Commission 
says something to the contrary, the lowered rates on 
transshipment coal will become effective. According to 
declarations made by Walker D. Hines, the reductions 
will cause a severe fall in revenue. On the same day, if 
the hard coal companies controlled by the railroads have 
not come to an agreement with regard to wages, the 
miners will strike. There is nothing to April 1, so far as 
the hard coalers are concerned, other than loss. The 
coal miners, in making their demands, are asking for 
more money from employers who are about to suffer 
definite losses. In that respect they are not in as good 
strategic position as the trainmen, who aim to have their 
demands settled on or before May 1. The hard coalers 
will share in whatever burdens an advance in trainmen’s 
wages may be made, although they will be in a less 
satisfactory position with regard to such advances than 
roads that are not so largely dependent on a particular 
commodity for revenue. Coal, both hard and soft, was 
excepted when the Commission granted the five per cent 
horizontal advance. It is that advance, it is suspected, 
on which the trainmen think they are warranted in asking 
for more pay. 





Preparation for the Eight-Hour Day.—Reports coming 
to the men connected with the work of the Commission 
indicate, it is believed, that more.than one general man- 
ager has directed his superintendents and other operating 
officials to make calculations with a view to breaking 
up freight runs so that, in the event the carriers are 
forced to accede to the demand for what is called the 
eight-hour day, no crew will be out on the road more 
than eight hours. The most common suggestion is that 
arbitrary divisions can be devised which will require train- 
men to be at certain points at certain times to take out 
trains, the crews of which have been relieved because 
of the near approach of the end of the eight-hour day. 
The new divisions, it is suggested, could be arranged 
so that a run frequently would terminate at the ald 
division headquarters, so that part of the time the en- 
gines would be located so they could be run into. the 
roundhouses or shops for repairs. The question as to 
whether the railroads would want to engage in a struggle 
with thtir men to bring into effect the new division points 
has not had to be figured on. That struggle might be 
no more welcome than a knock-down and drag-out struggle 
to prevent what, the railroad officials assert, is a proposed 
advance in wages. They do not for a minute admit that 
it is a sincere demand for shorter working hours. They 
say it is merely a velvet-gloved demand for an advance 
in wages on the part of the nineteen per cent of the men 
who now get, they assert, twenty-eight per cent .of the 
wages. They assert that there is not one railroad man 
who is really demanding more time off, because many 
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of them now have more leisure hours than they really 
like, because their rules make it impossible for them to 
work longer than they do.’ The eight-hour day, so-called, 
according to the figures given out by the railroad officials, 
will give trainmen as much money as they would get 
under present rates if they worked as many days 4s 
there are working days in a month. 





Attitude of Carriers Toward the Commission.—William 
Howard Taft’s declaration, made to the New York Traffic 
Club, that the railroads brought upon themselves the 
hampers of the law they now so much deplore, brings 
no dissent from any man who has any sort of acquaint- 
ance among the men who have been intimately engaged 
in the work before the Interstate Commerce Commission. 
His assertion that they refused to make a complete case 
before the Commission, expecting to gain by the law’s 
delays in the courts what they were not entitled to re- 
ceive from the Commission, is, in partioular, regarded 
as an accurate statement. But Mr. Taft, if the substance 
of his address was reported in the newspaper dispatches, 
did not go far enough. In justice to the railroads he 
should have said that, with a few exceptions, they now 
treat the Commission with respect and place before it 
practically every fact within their keeping. Their changed 
attitude, it is believed, has already helped them much, in 
a dollar and cents way, although not all who indulge in 
addresses such as Mr. Taft made, appear to be aware 
of the fact. Indeed, the Commission, many shippers think, 
has been too considerate of the treasury of carriers ever 
since the days immediately following the outbreak of the 
European war. ° A. BB. ee. 


TAP-LINE DECISION 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Supreme Court of the United States, in an opinion 
by Associate Justice Pitney, has affirmed the decision of 
the lower court in the O’Keefe case, so-called. That 
means that the mileage scale prescribed by the Interstate 
Commerce Commission in the Tap Line case must be ob- 
served, even if its observance does deprive a complaining 
trunk line, such as the Frisco, of an opportunity to com- 
pete for tonnage going to points over which it could have 
part of the haul. 

O’Keefe is receiver of part of the Frisco system. His 
line crosses the Louisiana & Pacific, a tap line owned by 
the R. A. Long lumber interests in southwestern Louisi- 
ana, midway between the Kansas City Southern and the 
Rock Island. The Long interests have lumber mills near 
the junctions of the three trunk lines mentioned. Under 
the decision of the Commission it can obtain the maximum 
division, about four cents, by the maximum of haul. There. 
fore, lumber going to competitive points from the mill 
nearest the Rock Island is hauled the maximum distance 
to the Kansas City Southern tracks. Lumber produced 
in the mill nearest the Kansas City tracks is hauled to 
the Rock Island junction. 

The Frisco, by reason of its favorable location in rela- 
tion to the Long mills, gets only such tonnage as could 
not be hauled by either of its rivals. It desires to pay 
the Long tap line as large a division as it can receive 
from either the Rock Island or the Kansas City Southern. 
Judge.Rufus Foster of the eastern district of Louisiana 
directed O’Keefe to file suit against the United States 
to have the Commission’s order set aside. He did that 
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in his capacity as the judge who appointed the receiver. 
Then as a judge he sat in the case and decided the order 
is valid. 

It is the decision of that lower court that the supreme 
court affirmed, thus establishing the order of the Commis- 
sion prescribing divisions to tap lines according to the 
length of the haul they give proprietary freight, as the 
law governing operations of that kind. 

In deciding the case, the Supreme Court ruled against 
every contention made by the receiver of the New Orleans, 
Texas & Mexico, the branch of the Frisco system that went 
into court because the Commission’s order prescribing divi- 
sions for tap lines deprives it of the power to compeie 
for tonnage originating: on the Louisiana & Pacific. Re- 
ceiver O’Keefe set up three contentions, namely, that the 
making of divisions, except in case of failure of common 
carriers to agree, is beyond the jurisdiction of the Com- 
mission; that in prescribing a mileage scale the Com- 
mission acted in an arbitrary manner without regard to 
the competitive situation, and that in prescribing divi- 
sions the Commission deprived the New Orleans, Texas 
& Mexico of property without due process of law. 

As to the first contention, Justice Pitney said: “We 
are clear that the Commission has jurisdiction to make 
the order.” In coming to that conclusion the court dis- 
cussed the first and fifteenth sections, the Diffenbaugh, 
Peavy and Ellis cases, and the original tap-line case re- 
ported in U. S. 234. It treated the division to the Lou 
isiana & Pacific as an allowance to a shipper, over which 
the Commission has full control. 


Emphatic language’ is employed in disposing of the 
third contention, in which ,the point is made that the 
order of the Commission deprives the complaining trunk 
line of property without due process of law. The language 
of the court is as follows: 


“The final contention, which is that the Commission’s 
order in effect deprives the N. O., T. & M. of its property 
without due process of law, by denying to it the right 
to contract and compete for traffic originating on the lin= 
of the Louisiana & Pacific, is transparently unsound. The 
trunk line has no constitutional right to build up its 
business by paying bonuses or rebates that have been 
forbidden by act of Congress for considerations affectinz 
the public welfare. 


“We are not to be understood as conceding that ap- 
pellant is in a legal sense aggrieved by the action of the 
Commission in limiting the allowance to the tap line. 
The case is singular, in that neither this tap line nor 
any tap line is complaining that the allowance is too 
small. Nor is any trunk line complaining that it is too 
great. The real basis of appellant’s complaint, represent- 
ing a trunk line carrier, is that the allowance is too small. 
It is questionable whether it lies in the mouth of the 
line carrier to object on this ground. 


“We recognize the exceptional situation in which appel- 
lant’s road is placed, and the hardship that results to it 
from the application of the order of July 29, 1914, to the 
traffic originating upon the line of the Louisiana & Pa- 
cific. After that order the N. O., T. & M. and the L. & P. 
undertook to agree upon through routes and joint rates, 
with divisions not greater than those allowed by the 
Commission, but said to be equalized so as to enable 
the N. O., T. & M. to compete on equal terms with the 
other trunk lines. This agreement, so far as appears, has 
not been submitted to the Commission for its approval 
or disapproval, and we intimate no opinion upon the ques- 
tion whether that body ought to approve it.” 
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Decisions of Interstate Commerce Commission 


CLASS RATES FROM MICHIGAN AND 
WISCONSIN POINTS 


1. AND S. NO. 692 (37 I. C. C., 739-742) 
Submitted Dec. 17, 1915. Decided Jan. 24, 1916. 
Modification of the proposed readjustment of joint through 


class rates from points in Wisconsin and Michigan on or 


near Green Bay, Lake Michigan, to points in Central 
Freight Association and Eastern Trunk Line territories 
found justified to the extent outlined in the report. 





Cc. C. Wright and R. H. Widdicombe for Chicago & North- 
western Ry. Co.; O. W. Dynes and C. A. Lahey for Chicago, 
Milwaukee & St. Paul Ry. Co.; J. B. Call for Kewaunee, Green 
Bay & Western R. R. Co.; A. H. Greenly for Central Freight 
Association territory lines; Borders, Walter & Burchmore and 
E. S. Hall for protestants. 


MEYER, Commissioner: 

A proposed readjustment of the joint through class 
rates from points situated on or near the Green Bay 
shore in Wisconsin and Michigan to points in Central 
Freight Association and Eastern Trunk Line territories is 
the subject of investigation in this proceeding. The 
readjustment contemplated some increases in the rates, 
and upon protests entered by various shippers and com- 
mercial organizations located at the points of origin in- 
volved the tariff carrying the proposed rates, which was 
published to become effective Aug. 10, 1915, was sus- 
pended to Dec. 8, 1915, and later resuspended to June 8, 
1916. 

The most important of the 19 points from which the 
present and proposed rates apply are Green Bay, Mari- 
nette, Oconto and Peshtigo, Wis., and Menominee, Mich. 
Dependent on the originating carrier, the rates involved 
apply via Kewaunee, Manitowoc or Milwaukee, Wis., 
thence across Lake Michigan by car ferry to lower Michi- 
gan lake ports, and thence by rail to destination. Some 
of the commodities moving on class rates to the terri- 
tories referred to are baby carriages, go-carts, paper and 
paper articles, saddlery and harness, excelsior and ex- 
celsior pads, box shooks and bottle carriers. 

The present rates appear to be in a very chaotic condi- 
tion. The primary object of the proposed readjustment 
is to line up the rates on a more consistent basis, and 
not to secure increases in revenue. For example, it was 
pointed out that to a large number of points in Michigan 
and Ohio the rates on all six classes from the Green 
Bay shore points are lower than the rates from Mani- 
towoc and Milwaukee. To other destinations the rates 
from the Green Bay shore points are lower on some 
classes and higher on other classes than the rates from 
Manitowoc and Milwaukee. In many instances the dis- 
crimination between the destination points is marked. 
To one destination the rates from Green Bay shore points 
are higher than to another destination in the same group, 
and to another point in the same group lower than the 
rates from Manitowoc and Milwaukee. These inconsist- 
encies, discriminations and fourth section violations are 
the result of various revisions in the Manitowoc and Mil- 
waukee rates and of regrouping points in Central Freight 
Association territory, without corresponding changes in 
the rates from and grouping of Green Bay shore points. 
Sporadic attempts by the originating respondents to meet 
the competition of the Ann Arbor Railroad car ferries 
from Menominee to certain destinations and not to others 


also has contributed to the anomalies of the present ad- 
justment. Respondents apparently have decided to with- 
draw from the competition for business at Menominee 
since the Ann Arbor Railroad Co. proposes no increase in 
its present rates. 


The proposed eastbound rates are constructed in the 
same manner as the present westbound rates, viz., by 
the addition of differentials to the Milwaukee or Mani- 
towoc rates. These differentials were stated at the hear- 
ing to be 6, 5, 4, 3, 2 and 2 cents on the six classes, 
respectively, but a check of the proposed eastbound rates 
from Green Bay shore points against the present east- 
bound rates from Milwaukee and Manitowoc, and of the 
present westbound rates to Green Bay shore points against 
the present westbound rates to Milwaukee and Manitowoc, 
indicates that these differentials are 6.3, 5.2, 4.2, 3.1, 2.1 
and 2.1 cents, respectively. It will be noted that the 
latter scale of differentials is 5 per cent greater than 
the first scale. The scale mentioned first was that used 
in constructing the westbound rates prior to our decision 
in the Five Per Cent case, 31 I. C. C., 351 (The Traffic 
World, Aug. 3, 1914), and on rehearing, 32 I. C. C., 325 
(The Traffic World, Dec. 26, 1914, p. 1152), as the west- 
bound rates to Green Bay shore points prior to Oct. 26, 
1914, were higher than the westbound rates to Milwaukee 
and Manitowoc by that scale of differentials. In other 
words, the joint through rates from points in Central 
Freight Association and Eastern Trunk Line territories 
involved herein to Green Bay shore points were increased 
5 per cent on that date. This action was contrary to 
our first decision in the Five Per Cent case, supra,- whicn 
permitted an increase of 5 per cent in intraterritorial 
rates in Central Freight Association territory only. It 
was also contrary to the decision in that case on rehear- 
ing, in which, with respect to joint through rates of this 
character, it was held, at page 331: 

Joint rates between Cfficial Classification territory on the one 
hand, and southeastern territory, the southwest, and points on 
or east of the Missouri River on the other, may be increased 


not to exceed 5 per cent of the division of the rate accruing to 
the carriers in Official Classification territory. 


On Jan. 4, 1915, a supplemental order was entered in 
that case permitting certain exceptions to the conclusion 
quoted above in order to preserve existing differential 
relationships, but no supplemental order was made per- 
mitting the extension of the 5 per cent increase to rates 
to Green Bay shore points. Nor has application been 
made for such an order. Under the circumstances re- 
spondents should withdraw their present joint through 
rates to Green Bay shore points and publish in lieu thereof 
rates no higher than the present joint through rates to 
Manitowoc or Milwaukee plus the former differentials of 
6, 5, 4, 3, 2 and 2 cents on the six classes, respectively. 
Carriers will be expected to make this readjustment 
promptly. ; 

In view of what has been said Lerein regarding the 
westbound rates, the proposed eastbound rates will be 
considered as if constructed on the basis.of the present 
rates from Manitowoc or Milwaukee plus differentials of 
6, 5, 4, 3, 2 and 2 cents on the six classes, respectively. 
The western respondents contend that, were it not for 
the fact that the points involved are situated en and 
adjacent to Green Bay and therefore open to direct water 
competition, the rates therefrom to points in Central 
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Freight Association and Eastern Trunk Line territories 
would be made on the basis of the aggregate local rates 
to and from Manitowoc or Milwaukee. This appears to 
be the basis upon which the rates from Appleton, Kau- 
kauna and other interior points in the same general 
territory are made. Some idea of the differences between 
joint through rates made by the addition of the differen. 
tials mentioned last and the aggregates of the interme- 
diate local rates to and from the nearest Lake Michigan 
port via which the through rates apply is given by the 
following table, which is a comparison of the local rates 
from the Green Bay shore points to the nearest Lake 
Michigan port via which the through rates and the dif- 








ferentials referred to apply. Rates in cents per 100 
pounds: 

From— 1 2 3 4 5 
Menominee to Manitowoc............. 36.5 30.0 24.5 18.0 14.5 
Marinette to Manitowoc.............. 36.5 30.0 24.5 18.0 14.5 
Peshtigo to Manitowoc ..............- 35.0 29.0 24.0 17.0 13.5 
Oeomte tO BEAMIIOWOC. 2 oocscgecccscces 33.0 27.5 22.5 16.0 13.0 
Green Bay to Kewaunee ............. 25.0 21.0 17.0 13.0 10.0 

EE SE RE AP eee ee 33.2 27.5 22.5 16.4 13.1 
i oi os 6 an eed aaldid deeb e.egie-whls 6.0 5.0 4.0 3.0 2.0 

PD dc g-ct Seelincactdaswleiccd Bee mee 306 Bh8 282 


In addition to the differences in rates shown above it 
should be stated that the through rates, and therefore 
the differentials set forth; are governed by the Official 
Classification, whereas the local rates up to the ports are 
governed by the Western Classification. 

Many other comparisons which tend to show that joint 
through rates constructed by adding the suggested dif- 
ferentials to the present rates from Manitowoc or Mil- 
waukee would be just and reasonable were introduced, but 
it is not deemed necessary to make any specific reference 
to them. 

Upon consideration of the entire record, it is our finding 
and conclusion that respondents have justified the pro- 
posed increased rates from Green Bay shore points to 
points in Central Freight Association and Eastern Trunk 
Line territories to the extent that said rates exceed the 
present joint through rates from Milwaukee or Manitowoc 
plus differentials of 6, 5, 4, 3, 2 and 2 cents on the six 
classes, respectively. An order requiring the cancellation 
of the suspended tariff will therefore be entered without 
prejudice to the right of respondents to file a new tariff 
publishing rates constructed upon the basis indicated 
above. The reduced rates carried in the suspended 
schedule should also be reconstructed upon this basis. 


NEW ORLEANS-TEXAS RATES 


1. AND. S. NO. 642 (38 L C. C., 1-10) 
Submitted Nov. 19, 1915. Decided Jan. 31, 1916. 
Proposed increased class rates between New Orleans, La., and 

Orange, Beaumont, Houston and Galveston, Tex., and com- 
modity rates to Orange, Beaumont and points taking the 
same rates, found to have been justified. Order of suspen- 

sion vacated. 





Cc. W. Owen, F. H. Wood, Denegre, Leovy & Chaffe, and 
Baker, Botts, Parker & Garwood for respondents; Theodore 
Brent for New ‘Orleans Joint Traffic Bureau, protestant. 


CLEMENTS, Commissioner: 

This proceeding involves the propriety of certain pro- 
posed increased class rates, governed by the Western 
Classification, between New Orleans, La., and Orange, 
Beaumont, Houston and Galveston, and other points in 
the state of Texas, taking the same rates. There are 
also involved increased commodity rates to Orange, Beau- 
mont and points taking the same rates. The schedule 
containing the proposed increased rates was filed to be- 
come effective May 20, 1915, but upon protest of the New 
Orleans Joint Traffic Bureau has been suspended until 
March 17, 1916. 

On Dec. 9, 1914, the New Orleans Joint Traffic Bureau 
filed a complaint, Docket No. 7561, against various carriers 
serving directly, or by connections, New Orleans and the 
Texas points above named, in which it is alleged that 
rates on numerous specified commodities from New Or- 
leans to the Texas points involved, higher than the class 
rates which otherwise would apply on the same com- 
modities, are unreasonable and unjustly discriminatory. 
At the hearing in that case the defendants stated that 








they proposed to increase the class rates; that if such 
proposed rates became effective the basis for the com- 
plaint would no longer exist, and that the commodity 
rates of which complaint is made would remain in effect, 
subject to an alternative clause in the tariff which would 
make applicable the lower rate, whether class or com- 
modity. The complaint referred to has been heard and 
submitted. It will be disposed of in a separate report. 
It is referred to here because it is stated by the defend. 
ants to have been one of the inducements which led them 
to file the schedule here under consideration. The evi- 
dence submitted in the formal case is relied upon, in 
part, to justify the increased rates, and a copy of the 
testimony is filed in this record. 

Orange is located near the Sabine River, which forms 
in part the Louisiana-Texas boundary line, 257 miles west 
of New Orleans; Beaumont, 21 miles west of Orange; 
Houston, west of Beaumont, 362 miles from New Orleans, 
and Galveston 57 miles southeast of Houston. 

The following table gives, in cents per 100 pounds, the 
scale of class rates now in effect from New Orleans to 
Orange, Beaumont, Houston and Galveston, and the scales 
proposed to be made effective by the suspended schedule: 


oe - = &§ 
The current scale from New Crleans_ to 
Orange, Beaumont, Houston and Galves- 
ton and intermediate points ................ 80 64 50 40 
Proposed scale: from New Orleans to Orange 
and points intermediate to the Texas state 
BD. Ae de icin cin Biles. pate dtd ts OMA a wee sa nea es 82 72 62 53 43 
Proposed scale from New Orleans to Beau- 
mont and points intermediate Orange to 
Beaumont and points south of Beaumont 
on tee 7. & H.C One FB. Be Btn Beivcccsces 86 
Proposed scale from New Orleans to Hous- 
ton and Galveston and intermediate points 
west and north of Beaumont, taking Hous- 
SU GE a. wide Ss. SiUE Gee oR bs nunb shad $hun% 20K 89 78 67 
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The current scale from New Crleans to 

Orange, Beaumont, Houston and Galves- 

ton and intermediate points ................ 35 «630 
Proposed scale from New Orleans to Orange 

and points intermediate to the Texas state 

PRS ES FL Nea Up ce ae a ee 44 40 33 26 25 
Proposed scale from New Orleans to Beau- 

mont and points intermediate Orange to 

Beaumont and points south of Beaumont 

om.cue FT. &.m. OC. and FZ. B Wt. Breiccvecicces 45 41 34 26 25 
Proposed scale from New Orleans to Hous- 

ton and Galveston and intermediate points 

west and north of Beaumont, taking Hous- 

Se. SE einig dust: dhé & a cristvecs coldhs oul wes » 8a Ges 46 42 35 27 25 


26 25 


bo 


There has been for many years, and is now, in effect 
from New Orleans, and points taking the New Orleans 
rate, to Orange and Beaumont a so-called “water scale” 
which is published under the limitation in the tariff 
which specifies that “the rates named apply from Louisi- 
ana points named to Texas points named only, and are 
not applicable as basing rates on shipments from be- 


yond.” The scale is as follows, in cents per 100 pounds: 
CS oh 5s ts dante ate ok 1 2 Se. «4 © 2&2 2 Co 
SD 0:6 des'k's calves eb dieS a aire 60 56 48 40 30 31 30 27 26 25 


It is asserted by the respondents that all through com- 
modity rates from St. Louis and points of origin in de- 
fined territories to Texas points via New Orleans are 
based on the 80-cent scale, and that there is no through 
commodity rate made by using the 60-cent scale as a 
factor. 

An exhibit filed by the protestant gives the history of 
the class rates from New Orleans and St. Louis to 
Houston and Galveston from Nov. 26, 1891, up to the date 
of the filing of the suspended schedule, as follows: 


1 2 e € 3 .&. 2B &:D & 
November 26, 1891: 
J ae Se 70 60 50 40 33 35 30 27 26 2 
— ye eae 120 100 85 70 58 60 55. 52 46 39 
December 4, 1893: 
Wew Orleans .....<. 70 60 50 40 33 35 30 27 26 2% 
__ 3h "| BSR 130 113 97 90 70 70 60 52 43 36 
December 13, 1896: 
New Orleans ....... 70 - 60 50 40 33 35 30 27 26 25 
ne s-cjekn ped 130 113 97 90 70 70 60 52 43 36 
April 11, 1903: 
New Orleans ....... 70 «66006|— 50 «2640 83 «685 «6380 «627 «26 = 
Wb. EOGIS cstectivids 137 121 104 96 75 79 70 58 46 39 
September 7, 1908: 
New Orleans ....... 80 68 58 46 38 41 35 31 30 29 
i, MY. cae cp ede 147 129 112 102 80 85 75 62 50 43 
May 15, 1911: 
New Orleans .......-. 80 64 50 40 33 35 30 27 26 25 
November 17, 1911: 
We, SEE Cece iewee 14% 125 5104 96 75 79 70 58 46 39 
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To justify the proposed increased rates respondents 
assert that the current rates are the direct result of 
water competition, and are therefore unduly low. The 
class rates now in effect from New Orleans to Texas 
common points are based on a scale beginning at 137 
cents first class: Orange, Beaumont, Houston and Gal- 
veston are not in the Texas common-point group. Be- 
cause, it is aserted, of the influence of water competition 
at Galveston, and the application of the scale of state 
rates in effect from Galveston to Houston, rates from 
New Orleans to Houston and Galveston are practically 
all lower than to Texas common points; and this situation 
is reflected in the rates to Beaumont and Orange. The 
rates from St. Louis to Houston and Galveston are lower 
upon many commodities than the rates to Texas common 
points found reasonable in Railroad Commission of Texas 
vs. A., T. & S. F. Ry., 20 I. C. C., 463 (The Traffic World, 
April 1, 1911, p. 537). 

The respondents also compare the proposed rates with 
those prescribed by the Commission in numerous cases 
involving rates in the same general territory, where, it 
is asserted, transportation conditions are similar to those 
prevailing from New Orleans to the Texas points involved. 


In Williams Co. vs. V., S. & P. Ry., 16 I. C. C., 482 (The 
Traffic World, July 3, 1909, p. 1), which involved class 
rates from Vicksburg, Miss., to Texas common points, we 
found the following scale not to be unreasonable: 
en ee ee 2 : [a an a C22 
Oe Gh TRG pie 5 Ae eA a 137 115 94 87 69 72 64 52 40 33 

The distance from Vicksburg to Waskom,. Tex., the 
nearest point in Texas common-point territory, is 192 
miles. The distance from New Orleans to the same point 
is 330 miles, with the same scale of rates as applicable 
from Vicksburg. It is to be noted, however, that both 
scales apply to all points in the large Texas common- 
point group. 

In Corporation Commission of Oklahoma vs. A. & S. 
Ry. Co., 26 I. C. C., 520 (The Traffic World, April 19, 1913, 
p. 860), a scale of class rates was prescribed for single- 
line hauls from Oklahoma points to Texas points for 
distances ranging from 10 miles and under to 450 miles. 
For distances of 260 and over 240 miles, corresponding 
to the distance from New Orleans to Orange and less than 
to Beaumont, the rates prescribed were as follows: 


s 2 £4 °2 2°23 2 eS 


ee ee a 1 
62 53 43 44 40 33 25 20 


DE © dep ivctncetccethe ss 82 72 


In Railroad Commission of Louisiana vs. St. L. S. W. 
Ry. Co., 34 I. C. ©., 472 (The Traffic World, July 24, 1915, 
p. 164), for distances of 260 miles and over 250 miles, we 
prescribed class rates to apply between Shreveport, La., 
and certain Texas points, for single-line hauls, as follows: 


PE re eer i -@. 2 £2 £°2 2 C2 SS 
PS “snc wh aeew aes eae 82 7 59 44 45 40 34 24 19 


In Chamber of Commerce, Houston, Tex., vs. L & G. 
N. Ry. Co., 32 I. C. C., 247 (The Traffic World, Dec. 19, 1914, 
p. 1121), we permitted a 137-cent scale to be maintained 
as a maximum with respect to traffic moving from Hous- 
ton to interior Louisiana points. A 70-cent scale to 
Alexandria and certain other Louisiana points was not, 
however, permitted to be increased to 80 cents, not having 
been justified on the record in that case. 

Rates based on the sums of the rates from Houston 
to Shreveport or Alexandria, La., and the rates beyond, as 
appearing in an exhibit filed by respondents, yield the 
following amounts, in cents per 100 pounds, for distances 
shown: 

_ Houston, Tex., to— Miles. 1 2 3 4 5 


Athens, La. 
Gloster, La. 


I ME nn phe ak ken 0 cele 6S 277 90 78 67 56 45 
| ee eee 366 137 115 94 87 69 
Se RETO ree oe 280 112 94 81 66 54 
Cotton Valley, LA. ...0ésese 280 =108 90 76 62 52 
NE SE on yo isos sak oaee’ 258 102 a: ee 45 
BUOONI, TAS 2. cv Or ecesiactsess 279 109 94 78 62 49 
EGU MRMEL, 1a da bo5no bs bin'e-cblacdomt 363 1386 116 94 81 66 
i” ee 258 95 83 72 61 43 
xs.) See 280 86109 93 81 70 48 
Ravencamp, La. ........s.ee- 258 99 88 77 66 51 
ee Se Bee. 204 97 86 75 54 
CRAMEENIS BM a nn cece ecans 363 120 99 80 65 53 
Hollingsworth, La. .......-.. 258 90 75 65 50 39 
EGR TER aircon 0 bb poe coe Som 258 90 75 65 50 39 
eS eee eee eee 258 90 75 65 50 39 
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Houston, Tex., to— 


PN AMM, on in So 8 hss ten ook 80 49 38 34 29 
GHOMUGT Ee edi ov ccsecccteitas Oe 47 39 34 31 25 
CORTE BN age 80.555 ening 9 bie 277 48 40 35 32 26 
Boas Wah. joss «ws Rea 366 72 64 52 40 33 
CES. NE, 2 cas om oe sce eis 280 57 49 39 35 28 
Cotton, Valley, Im. i.......05. 280 55 “47 37 34 27 
RO MME cp arciinc ia, wlk'ysa.0,0-0.0/0 258 49 43 34 31 26 
PO Ap ea 279 54 45 40 38 33 
SP SE. onc od sso5% mses 6 Sele 363 71 62 52 40 33 
ee ENN aos catia we ndce 50% 258 49 40 35 33 25% 
Es sacle bolts aah o 280 54 44%, 39% 37% 28 
pe Fer 258 56 47 42 40 33 
Pe es Oe ere 277 60 47% 42% 40% 31% 
NS” ee ere 363 53 46 41 38 35 
PIGIMMBOWOEtR, IM, .....scc0% 258 42 35 30 27 24 
Ss SS SE ioe pra 258 42 35 30 27 24 
WU SIS anv ow s'est bee 30-00 258 42 35 30 2 24 


The proposed increased rates are the same as, or 
lower than, those prescribed for similar distances in the 
Oklahoma case, supra, with certain exceptions herein- 
after referred to. The comparison is shown by the fol- 
lowing table: 


New Orleans to— 1 2 3 4 ’ £28 Co: 2 
Orange, Tex. (258 miles): 
Proposed scale ....... 82 72 62 53. 43 44 40 33 26 25 
Oklahoma scale ...... 82 72 62 538 48 44 40 33 25 20 
Beaumont, Tex. (278.9 miles): 
Proposed scale ....... 86 7 65 55 44 45 41 34 26 26 
Oklahoma scale ...... 86 75 65 55 44 45 41 34 26 21 
Houston, Tex. (363 miles): 
Proposed scale ....... 89 78 67 6&7 45 46 42 36 27 25 
Oklahoma scale ...... 102 88 74 64 50 51 47 39 31 26 


At the hearing it was stated in behalf of respondents 
that should the proposed rates be sustained by the Com- 
mission they would promptly revise the schedule in the 
following particulars to conform more nearly to the Okla- 
homa scale: At Orange the class D rate would be made 
1 cent lower, and class E 4 cents lower; at Beaumont 
the class E rate would be made 4 cents lower, and at 
Houston the class E rate would be made 3 cents lower. 

In the’ schedule it will be noted that the proposed in- 
creased rates are made applicable from New Orleans to 
three groups. The average distance to each group is 
shown by the following table: 





From New Orleans to— Miles 
MED: «tho ana d's ia 9 aR OTe ee bias wade bordel cee 254 
CH Sb ong socks cag Wao gaat keeen seats 260 
— AVETABCS 22.0. - ccc cccscceecescccececcneccece 257 

.< ! i f {ji _.toei wien ' % “ 
NL ~<a Sun's ina'n'e Shaped saa Shy eee ae 266 
RE eres Pie) ean rn! SEN Liew oe Spars Pete t 312 
Average (including Beaumont)............. 289 
DI 5S isa Gi 3h s'v'h'8 0 bin KSAT DEAR DT Ee 287 
CRORE. a Sisk caw 6 ckte vba eckakeoetaahes oie 423 
Average (including Houston) .............. 355 


Except to the Orange group, the rates proposed are 
lower at the principal points than those fixed in the 
Oklahoma case, supra, because the scale is made upon 
average distances. Rates to the Houston group are made 
on a distance of 300 miles. The average distance is 355 
miles. { 

It is proposed by the respondents to cancel the 60-cent 
so-called water scale in effect from New Orleans to Beau- 
mont and Orange. They assert that this scale was named 
originally to meet water competition. It is shown that 
no boats have engaged in traffic from New Orleans to 
Orange and Beaumont for many years. The. application 
of this scale, as before stated, is limited to points of 
origin and destination named and is not to be used in 
connection with traffic from beyond. If this scale were 
continued and were made applicable as a basing factor 
from St. Louis and defined territories, through rates to 
many Texas points would be reduced. On the other hand, 
the scale as restricted results in a departure from that 
rule of the fourth section of the act which inhibits the 
charge of any greater compensation as a through route 
than the aggregate of the intermediate rates, being lower 
than the 80-cent basing scale applicable to traffic moving 
through New Orleans to Orange and Beaumont. 

The protestant shows that the proposed increased rates 
will disturb an adjustment, as between New Orleans and 
the Texas points involved, on the one hand, and rates 
from St. Louis, Kansas City, Mo., Chicago, Ill., and New 
York, N. Y., to the same destinations, on the other hand, 
that has existed for many years. Carriers for a long 
period of time have generally published from St. Louis, 
Kansas City and Chicago the Texas common-point rates 
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to Houston and Galveston with respect to numbered and 
lettered classes. New Orleans has had a much lower 
basis. Since April 11, 1903, New Orleans has had rates 
which are less than the class rates from St. Louis to 
Houston and Galveston in the following amounts: 


1 2 3 a . & B-C-D 2 
RG ae ee 67 61 54 56 42 44 40 31 20 14 


Under the proposed rates the differences will be as 
follows: 


1 2 eS @ £& sh gE 2D 2 
Pe Re er 58 47 37 39 30 33 28 23 19 14 


The protestant compares the ton-mile yield on traffic 
from New Orleans under the proposed class rates to the 
points involved with the lower yield from traffic under 
the corresponding rates to the same points from St. Louis, 
all rail, and from New York, by water and rail, and 
contends that the results are conclusive that the proposed 
rates are too high. Ton-mile revenues under class rates, 
involving carload and less-than-carload shipments indis- 
criminately, especially in the absence of a showing of 
similar circumstances and conditions surrounding the 
transportation, are not of controlling influence. If, how- 
ever, such data were to be taken as of controlling effect, 
the ton-mile yield on similar traffic from St. Louis to 
Texas common points might also be cited in comparison. 
Such a comparison would show, that the proposed rates 
are not out of line. 

For example, taking Waco, Tex., 800 miles from St. 
Louis, as a central point in Texas common-point territory, 
the average of,the 10 classes is now 83.9 cents per 100 
pounds, or $16.70 per ton, which yiélds 21 mills per ton- 
mile. Under the proposed rates from New Orleans to 
the Orange group the average of the 10 classes is 49.2 
cents, and on the basis of 289 miles would yield 34 mills; 
to Houston the average of the 10 classes is 50.8 cents, 
and on the basis of 355 miles would yield 28.6 mills. 

It is not proposed to increase any of the commodity 
rates now in effect to the Houston-Galveston group. It 
is shown of record that of the numerous commodity rates 
87 are higher than the corresponding class rates. This 
unusually latge number of higher commodity rates, it is 
asserted by respondents, is the result of increases in 
class rates made by carriers from all points of origin 
to Texas points in 1908, and the action taken thereon by 
the Commission in Railroad Commission of Texas vs. 
A., T. & S. F. Ry., Supra. In 1908 all class and commodity 
rates to all Texas points were increased the same amount 
in cents per 100 pounds from defined territories to Texas 
common points and from St. Louis and New Orleans to 
Houston, Beaumont and Orange. In the Railroad Com- 
mission of Texas case these increased class rates from 
St. Louis to Texas common points were condemned, ex- 
cept to the extent of the increases in first and second 
classes. The increased commodity rates were not con- 
demned. As a result, when the class rates from St. Louis 
and New Orleans to the Texas points were reduced, com- 
modity rates from New Orleans on the articles named 
by the complainant in the formal complaint, now pending 
and first herein above referred to, in many instances 
became higher than the class rates for the same articles. 
It also appears that an unusually large number of com 
modity rates were published from New Orleans to Texas 
points because it is impossible to assimilate on through 
shipments the descriptions, minimum weights, etc., as 
between the Southern and Western classifications. 

The list of commodities includes the following: Agri- 
cultural implements; ammunition; bagging; cotton-bale 
covering; baking goods; sewer pipe and drain tile; roasted 
coffee; rope and twine; eggs; telephone and telegraph 
cables; excelsior; chair and school-desk stock; plate glass; 
window glass; sirup; ax handles; harness and saddlery; 
wagon axles; steel billets; castings; nuts; rivets; bolts; 
piling, iron or steel; sash weights; bar, pipe and sheet 
lead; leather, harness, and sole leather; building lime; 
sewing machines; peanuts; linseed oil; petroleum oil and 
its products; oil-well supplies; paint ground in oil, and 


putty; paper, book cover, document, manila, cardboard, 
bristol board, etc.; building or roofing paper; printing 
paper, printed paper bags; tabs and tablets; iron and 


steel pipe and cast-iron pipe; pull rods and sucker rods; 
garden, alfalfa, clover and timothy seed; stone and manu- 
factures of same; stove and stove furniture; gas, gaso- 
line, and oil stoves; tin cans and tin plate; smoking 


THE TRAFFIC WORLD 


Vol. XVII, No. 9 


tobacco; beans, peas, onions and potatoes; vehicles; farm 
and truck wagons; wire articles, including wire and cop- 
per rope. 

The above enumeration does not include all the articles 
which take commodity rates higher than the class rates 
on shipments from New Orleans to the Texas points 
involved, but those named are sufficient to show that 
the list covers a large number of articles which usually 
move from jobbing points. The record does not show 
the amount of traffic moving from New Orleans under the 
class and commodity rates. The character of the articles 
taking commodity rates, however, warrants the conclu- 
sion that the movement under them must be of consid- 
erable magniture. Since December, 1911, the commodity 
rates higher than the class rates have been in effect. 
The alternative clause in the proposed tariff will make 
some reductions in the current rates. It is stated by 
respondents that the application of the alternative pro- 
vision in connection: with the proposed class rates will 
result in a reduction of 16 rates to Houston and 17 rates 
to Beaumont and Orange. 

With respect to the increased commodity rates to 
Orange and Beaumont, it is stated by protestant on brief 
that they are “relatively of minor importance and hinge 
more or less upon the decision of the class rates to 
Houston.” In other words, the readjustment of the class 
rates requires that some commodity rates must be 
changed to preserve a more just relationship. There are 
19 articles on which increases in specific commodity rates 


_are proposed. For example, beer, in carloads, takes fifth 


class rating in the Western Classification. The fifth class 
rate from New Orleans to all the points involved is now 
33 cents per 100 pounds. The present rate on beer is 
30 cents. It is proposed to increase it to 31 cents. The 
proposed fifth class rate from New Orleans to Beaumont 
is 44 cents and to Orange 43 cents. Plug tobacco in less 
than carloads is rated first class in the classification. 
The first class rate is now 80 cents from New Orleans. 
The present commodity rate is 48 cents. The proposed 
first class rate to Beaumont is 86 cents and the proposed 
commodity rate is 65 cents. These examples are gen- 
erally characteristic of the proposed increases. Reference 
is made by protestant to a proposed increase in the 
minimum weight on carloads of beer from 26,000 to 30,0vu 
pounds. There is no claim that 30,000 pounds cannot be 
loaded. It is insisted that the charges per car will be 
increased, and the relation between New Orleans, St. 
Louis and Milwaukee, Wis., disturbed. 


The protestant asserts that the ability of New Orleans 
merchants to sell commodities in Texas in competition 
with shipments from New York and St. Louis will be 
greatly curtailed if the proposed rates are allowed to 
become effective; and that an adjustment of rates that 
has been in effect so many years predicated on certain 
differentials under rates from points which compete with 
New Orleans ought not to be changed on such a showing 
as the respondents have made. It is shown by the pro- 
testant that an increase of rates to Houston means an 
increase in rates to 280 Texas points, which take rates 
based on Houston. That is to say, the measure of the 
through class rates from New Orleans to Texas points 
beyond Houston is the rate to Houston plus the Texas 
commission rate beyond. The amount of increase to the 
Texas points beyond Houston would be the same in cents 
per 100 pounds on each class as the increase to Houston, 
limited by the New Orleans-Texas common-point rates as 
maxima. To a much more limited extent the increased 
rates to Orange and Beaumont will be reflected in rates 
to points in their vicinity. 

Protestant refers to the 60-cent scale of rates in effect 
from New Orleans to Alexandria, Monroe and Shreveport, 
La., and similar scales of rates to water competitive 
points north, west and east of New Orleans, for distances 
comparable to the distances from New Orleans to Orange 
and Beaumont. The scales of rates referred to, it is 
insisted by respondents, were originally established to 
meet water competition, and have- been .held down, in 
many cases, by the action of state authorities. .An ap- 
plication has been filed with the state commission of 
Louisiana by the respondents to raise the 60-cent scales 
to 80 cents. The application has not been passed on by 
the state commission. 

In passing upon the reasonableness of a scale or sys- 
tem of rates we may not properly consider only ‘the 







poi 
sid 
us 

to 

tio! 
dor 
ter 


shi 
spr 
mu 
fro: 
in 
bro 
of 

247 


and 
tor} 
res] 
fro} 
opp 
tar! 
pri 


def 
ity 

res) 
dou 


car 


of 

dir 
thi 
of 

col 
cla 
ass 
bas 
wil 


rec 
tai 
$01 
pre 


CA 
NI 


Co: 


for 








No. 9 


farm 
cop- 


ticles 
rates 
oints 

that 
ually 
show 
r the 
icles 
nclu- 
nsid- 
odity 
ffect, 
nake 
1 by 

pro- 

will 
“ates 


s to 
brief 
inge 
5 600 
lass 


are 
ates 
fifth 
lass 
now 
r is 
The 
10nt 
less 
‘ion. 
ans. 
sed 
sed 
Fen- 
nce 
the 
Ove 


St. 





February 26, 1916 


points of origin and destination. We are bound to con- 
sider and give due weight to what has been found by 
us in other ‘cases involving rates applicable from and 
to points in the same general territory where transporta- 
tion conditions are substantially similar. This must be 
done in order that the structure of rates in any given 
territory may be properly related, and form as a whole 
a harmonious and consistent adjustment. Each city or 
shipping point is entitled to advantages in rates which 
spring from its location, with the limitation that the rates 
must be reasonable and not unduly discriminatory. Rates 
from or through the Mississippi River gateways to points 
in the states of Arkansas, Louisiana and Texas have been 
brought to our attention in numerous cases. In Chamber 
of Commerce, Houston, Tex., vs. I. & G. N. Ry. Co., supra, 
247, 248, it is stated that— . 

In the first place the whole system of rates between Texas 
and Louisiana points is admittedly imperfect and unsatisfac- 
tory. Many of the commodity rates are higher than the cor- 
responding class rates; some of the rates on traffic. moving 
from east to west are considerably lower than the rates in the 
opposite direction; and there are a number of errors in the 
tarifs, caused either by the carriers or their agents, or by the 
printer. 


In that case we also said, page 255: 


It is stated in the complaint, however, that certain of the 
defendants have expressed a willingness to adjust the commod- 
ity rates in such a way that they will not exceed the cor- 
responding class rate. We suggest that such an adjustment is 
doubtless advisable, and that it would tend to put the tariff on 
a more logical basis. It could be accomplished either by a 
careful revision of the tariff or by a proper alternative clause. 

Respondents point out that in following the suggestion 
of the Commission the proposed rates will apply in both 
directions. It is also stated by them that they did not 
think it could be assumed that in suggesting a revision 
of respondent’s tariffs the Commission meant that the 
commodity rates should be reduced to the level of the 
class rates in all instances. The proposed rates, it is 
asserted by them, place the class rates on a more just 
basis, and the application of the alternative provision 
will leave them available where lower. 


To effect a more orderly adjustment of rates between 
New Orleans and the Texas points in question necessarily 
requires that some of the rates that have been long main- 
tained must be modified, and that relationships will in 
some measure be changed. The mere fact that the rates 
proposed to be increased have been in effect for many 
years does not require that they should be continued 
indefinitely, if as a matter of fact they are not just and 
reasonable. 

The scale of class rates now in effect from New Orleans 
to the Texas points here involved is a depressed scale, 
when compared with scales we have found reasonable 
for similar distances in the same general territory. Ths 
60-cent scale in effect from New Orleans to Orange and 
Beaumont, which the respondents propose to cancel, is 
as low or lower, mileage considered, than the scale of 
class rates now in effect from the Mississippi River cross- 
ings, St. Louis to Dubuque, Ia., to points on the Missouri 
River, Kansas City, Mo., to Sioux City, Ia. 

Considering all the facts shown of record, we are of 
opinion and find that the respondents have justified the 
proposed increased rates here involved, except those ap- 
plying to classes D and E hereinbefore mentioned. It is 
assumed that the reductions in the ratings on those classes 
will be made promptly. The order of suspension will he 
vacated. 


RATES FROM NEW ORLEANS 


CASE NO. 7561 (38 I. C. C., 11-12) 


NEW ORLEANS JOINT TRAFFIC BUREAU VS. MOR- 
GAN’S LOUISIANA & TEXAS RAILROAD & STEAM- 
SHIP CO. ET AL. 

Submitted April 20, 1915. Decided Jan. 31, 1916. 


Commodity rates maintained by defendants on numerous ar- 
ticles from New Orleans, La., to Orange, Beaumont, Hous- 
ton and Galveston, Tex., and points taking the same rates 
not found to be unreasonable or unjustly discriminatory. 
Cemplaint dismissed. 





Theodore Brent and J. A. Smith for complainant; F. H. Wood, 
Baker, Botts, Parker & Garwood, and Denegre, Leovy & Chaffe 
for defendants. 


THE TRAFFIC WORLD 437 


CLEMENTS, Commissioner: 

This is a complaint that the defendants maintain from 
New Orleans, La., to Houston, Galveston, Beaumont, Port 
Arthur, Orange, Port Neches, East Beaumont, West Port 
Arthur and Sabine, Tex., and certain other points in Texas 
in the vicinity of the points named, commodity rates on 
a large number of articles which are higher than the 
class rates, governed by the Western Classification, other- 
wise applicable to the same articles, and that the com- 
modity rates are unreasonable and unjustly discriminatory. 

At the hearing it was stated in behalf of the defendants 
that they proposed to increase the class rates in effect 
between New Orleans and the Texas points named, and 
to provide by an alternative clause in the tariff for the 
application of either the class or commodity rate, which- 
ever makes lower. It was asserted that this would re- 
move the ground of the complaint. 

The defendants did subsequently file a schedule which 
proposed to increase certain class rates from New Orleans 
to Orange, Beaumont, Houston and Galveston. This in- 
crease would apply to the other Texas points named in 
the complaint, which are either grouped with or take 
rates based on Orange, Beaumont and Houston. The 
schedule was suspended and a hearing had on the pro- 
posed increased rates. The proposed increased class rates 
we have found justified in New Orleans-Texas Rates, 38 
I. C. C., 1 (The Traffic World, Feb. 26, 1916), decided 
concurrently herewith. 

From the facts disclosed we do not find the rates as- 
sailed to be unreasonable or unjustly discriminatory, and, 
the immediate occasion of the complaint in this proceed- 
ing having been removed by the increased class rates 
found to have been justified in the case referred to, this 
complaint must be dismissed, and it will be so ordered. 


ASTORIA AND INLAND EMPIRE 


CASE NO. 6523. (38 I, C. C., 16-27) 
CITY OF ASTORIA VS. SPOKANE, PORTLAND & 
SEATTLE RAILWAY CO. ET AL. 

Submitted Oct. 16, 1914. Decided Jan. 22, 1916. 

1, Unjust Discrimination Against Astoria, Ore.—Upon the facts 
disclosed of record, Held, That Seattle, Tacoma and Astoria 
have a closer geographic and economic relation one to the 
other than is at this time reflected in the tariffs of the 
defendant carriers, and that their present rate adjustments 
unduly discriminate against Astoria and unduly prefer the 
Puget Sound ports. 

2. Astoria Placed on Parity with Portland, Seattle and Tacoma 
as to Some Parts of “Inland Empire,’’ With Arbitraries 
Over Portland as to Others.—As to a portion of the so- 
called inland empire, the defendants are’ required to put 
Astoria on a parity of rates with Seattle, Tacoma and 
Portland and to make the readjustments described in the 
ree with respect to other portions of the territory in- 
volved. ; 





Fulton & Bowerman for complainant; Carey & Kerr and C. A. 
Hart for Spokane, Portland & Seattle Ry. Co., Oregon Electric 
Ry. Co. and Oregon Trunk Ry.; H. A. Scandrett, W. W. Cotton 
and A. C. Spencer for Oregon-Washington R. R. & Nav. Co., 
Oregon Short Line R. R. Co. and Camas Prairie R. R. Co.; 
Charles Donnelly for Northern Pacific Ry. Co.; F. V. Brown for 
Great Northern Ry. Co.; F. H. Wood,-W. F. Herrin, ©. W. 
Durbrow and W. D. Fenton for Southern Pacific Co. 


HARLAN, Commissioner: 


On the south side of the Columbia River, in the state of 
Oregon, about 10 miles from the Pacific Ocean, lies the 
city of Astoria, with a population of 15,000 people. The 
city of Portland, in the same state, is on the Willamette 
River about 100 miles from Astoria. Seattle and Tacoma, 
both in the state of Washington, are on Puget Sound, 
which opens into the Pacific Ocean through the Strait of 
Juan de Fuca, about 150 miles north of the mouth of the 
Columbia River. With respect to transportation to and 
from the so-called inland empire, the geographic location of 
Astoria is said by the complainant to be fully as favorable 
as the location of Tacoma and Seattle, and on that general 
ground Astoria is before us asking for relief in the matter 
of its freight rates. 

To and from points east of a line drawn from Buford, 
in the state of North Dakota, to Trinidad, in the state of 
Colorado, Astoria is accorded the same rates as Seattle, 
Tacoma, and Portland; and to many points in Montana west 
of that line the rates on lumber from all four points are 
the same. That section of the country extending from the 
Cascade Mountains on the west to the Rocky Mountains 
on the east and including the eastern portions of the states 
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of Oregon and Washington, western Montana, and prac- 
tically the entire state of Idaho, is generally known as the 
inland empire and is so referred to herein. To and from 
points in this extensive territory, embracing about 300,000 
square miles on or east of the line of the Northern Pacific 
extending from Pendleton, in the state of Oregon, through 
Pasco and Kennewick to Spokane, all in the state of Wash- 
ington, and on or east of the line of the Great Northern ex- 
tending from Spokane northward, substantially all of which 
points are in competitive territory, the Portland, Seattle 
and Tacoma rates are the same. To and from points north 
of Kennewick and west of-the competitive territory just 
described, the Seattle and Tacoma rates, with a few ex- 
ceptions, are lower than the Portland rates, while to and 
from stations on the Oregon-Washington Railroad & Navi- 
gation Company, hereinafter referred to as the Oregon- 
Washington, east of the Cascade Mountains,, excepting 
Pendleton and competitive points north thereof, and to and 
from points on the Oregon Short Line, the Seattle and 
Tacoma rates are higher than the Portland rates. The 
rates charged by the defendants for-the ‘transportation of 
freight between the port of Astoria and points in the in- 
land empire are generally higher than those charged by the 
carriers operating between Puget Sound and the Washing- 
ton coast, on the one hand, and the inland empire on the 
other hand. On class traffic between Astoria and the in- 
land empire the rates are made by combination on Port- 
land. A comparison of the rates from Astoria to Spokane 
with those from Seattle to Spokane follows: 

1 2 3 4 5 x 2. ff 2 

cts. cts. cts. cts. cts. cts. cts. cts. cts. cts. 


Astoria-Spokane ..... 124 104 84 71.5 60 62:55 50 40-35 30 
Seattle-Spokane ..... 99 84 69 69.0 50 50.0 40 30 25 20 


Diterence ....... 2 20 15 12.5 10 125 10 10 10 10 

The excess in the rates from Astoria over those from 
Seattle represent the local class rates between Astoria and 
Portland. 

The rates between Astoria and inland empire stations 
are alleged to be unreasonable and to subject that city and 
its merchants, manufacturers, and shippers to undue preju- 
dice and disadvantage and to result in undue preference and 
advantage to the ports on Puget Sound and the Washing- 
ton coast. It was not seriously contended that the Astoria 
rates are unreasonable otherwise than relatively, and no 
material facts with resject to their reasonableness were 
submitted at the hearing. As we understand the record, 
the real issue is one of discrimination. In support of this 
allegation it is contended—(1) that the distance from As- 
toria to inland empire points is not substantially greater 
than from the Puget Sound ports; (2) that operating con- 
ditions are so greatly in favor of Astoria as to more than 
overcome the slight disadvantage in mileage; (3) that the 
cost of the service to and from Astoria is less than to and 
from Seattle; (4) that the Great Northern and Northern 
Pacific through stock ownership in the Spokane, Portland 
& Seattle, the only rail carrier serving Astoria, control the 
prosperity of the latter line and keep from it business 
which it would otherwise naturally receive... Although the 
rates applicable to class freight between Astoria and the 
inland empire are made by combinations on Portland and 
the commodity rates are based on certain abitraries over 
the Portland rates, and although, as we have already ex- 
plained, the rates from Portland to the inland empire are 
the same, broadly spéaking, as the rates from Tacoma and 
Seattle, the complaint does not allege discrimination in 
favor of Portland, but only in favor of the ports in the 
state of Washington. In this connection it should be men- 
tioned that, while the average distance from Astoria to in- 
land empire points is but 45 miles greater than the dis- 
tance from Seattle, nevertheless from ali points in the 
inland empire Astoria ‘is 100 miles more distant than Port- 
land, the basing point, as just explained, for rates to and 
from Astoria. As to transcontinental traffic, Astoria is a 
Pacific coast terminal, as stated, and takes the same rates 
as Portland, Seattle and Tacoma; and it asks, in substance, 
that the same rate basis as is now applied on transcon- 
tinental traffic shall be made applicable also on traffic to 
and from the inland empire; in other words, with respect 
to the latter traffic, the demand is that Astoria shall be put 
on the same rate basis as Portland, Seattle and Tacoma. 

Before taking up the allegation of discrimination a refer- 
ence to the plat showing the relative location of the various 
ports, rail lines and interior cities with which we are espe- 
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cially concerned here will be helpful. It will be seen, as 
stated, that but. one rail line serves Astoria, the Spokane, 
Portland & Seattle. As shown by the plat, that line follows 
the south bank of the Columbia River to Portland, where it 
crosses the river, following the north bank to a point be- 
yond Kennewick, and thence to Spokane. The Oregon- 
Washington, which operates a line of boats on the Willa- 
mette and Columbia rivers between Portland and Astoria, 
and publishes through rates to and from the latter point, 
follows the south bank of the river from Wallula to Port- 
land and proceeds northwardly to Tacoma and Seattle, with 
a branch line to Aberdeen. Tacoma and Seattle are 
reached also by the lines of the Chicago, Milwaukee & St 
Paul, the Great Northern, and the Northern Pacific. ‘The 
lines of the latter carrier extend also to Aberdeen and 
South Bend, on Grays Harbor and Willapa Harbor, re- 
spectively, the former 93 miles and the latter 107 miles 
from Tacoma, and also to Everett and Bellingham, both 
on Puget Sound, about 47 miles and 119 miles, respectively, 
north of Seattle. Everett and Bellingham are served also 
by the Great Northern. The lines of the Chicago, Milwau- 
kee & St. Paul, which traverse the inland empire, have 
recently been extended to Everett, Seattle, Tacoma and 
Aberdeen. The lines of the Oregon Short Line Railroad 
Co., hereinafter referred to as the Short Line, traverse 
the southern portion of Idaho and extend west to Hunt- 
ington, where they connect with the Oregon-Washington. 
The rails of the latter carrier extend also to Spokane and 
points in northern Idaho. It will be observed therefore that 
Tacoma, Seattle and Portland are served by the Great 
Northern, the Northern Pacific and the Oregon-Washing- 
ton; the two cities first named are served also by the 
Chicago, Milwaukee & St. Paul, hereinafter referred to as 
the Milwaukee; Aberdeen is served by the Northern Pa- 
cific, the Milwaukee and the Oregon-Washington; Everett 
is reached by the Great Northern, the Northern Pacific and 
the Milwaukee, and Bellingham, by the Great Northern 
and the Northern Pacific; Astoria is served by the Spokane, 
Portland & Sedttle alone, while Spokane is on the rails of 
all these five lines, 

The most westerly of the important competitive poinis 
involved in this rate situation are Kennewick and Pendle- 
ton, about 327 and 329 miles, respectively, from Astoria; 
the most easterly points of importance are Missoula and 
Pocatello, the former 735 miles from Astoria and 656 
miles from Seattle, and the latter 831 miles from Astoria 
and 910 miles from Seattle. The distances between As- 
toria and points in the inland empire are generally greater 
than the distances between Seattle and the same points. 
To and from competitive points over the short lines the 
average difference in distance is but 45 miles in favor of 
Seattle, as just stated. To Lewiston the distance from 
Astoria is 454 miles and from Seattle 392 miles, a dif- 
ference in distance in favor of the latter point of 62 miles; 
to Walla Walla, the distance from Astoria and Seattle, 
respectively, is 343 and 317 miles, a difference in favor of 
Seattle of 26 miles; to Pendleton the distance is 329 miles 
from Astoria and 308 miles from Seattle, a difference of 
21 miles. The first class rate between each of these in- 
land empire points just mentioned and Astoria is 25 cents 
higher than the first class rate between the same points 
and Seattle. But the complainant urges, as heretofore 
stated, that these differences in distance are more than 
overcome by the favorable operating conditions to and 
from Astoria. To that point the haul is over a practically 
water-level railroad, while from the same points to Seattle 
the haul is in large part over a route of sharp curves 
and steep grades across the Cascade Mountains at eleva- 
tions on the Northern Pacific of 2,784 feet and on the 
Great Northern of 3,373 feet. Figures intended to prove 
that the cost of handling traffic over the Astoria route is 
less than the cost of handling traffic to Puget Sound 
were also submitted. If both carriers were operated to 
capacity, the per ton-mile cost of operation of the Spokane, 
Portland & Seattle would undoubtedly be less than the 
cost of operation on the Great Northren and Northern 
Pacific. The latter, however, operates up to about 60 
per cent of its capacity, while the Spokane, Portland & 
Seattle operates only to about 10 per cent of its capacity. 
Considerable local traffic originates between Spokane and 
Seattle on the lines of the Great Northern and the North- 
ern Pacific, while the country betwen Spokane and Port- 
land, on the line of the’ Spokane, Portland & Seattle, 
especially west of Kennewick, is at this time largely un- 
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productive. The local traffic of the latter carrier is but 
6 per cent of its total traffic. That line, as stated of 
record, is valued at $110,000 per mile, as against a valua- 
tion of $79,000 per mile for the Northern Pacific. There 
is not of record sufficient evidence to determine the rela- 
tive cost of service on the Spokane, Portland & Seattle 
and the northern lines, and even if this information were 
available it would not, of course, be controlling. 

In justification of the present rate structure the defend- 
ants contend that the lower rates to the Puget Sound 
ports result in no unlawful discrimination against Astoria, 
for the reason that conditions entirely beyond their con- 
trol forced the Puget Sound rates to an equality with the 
Portland rates, and that, as Astoria is 100 miles farther 
from the Inland empire than Portland, it would be unfair 
to place these two points on the same rate basis. To 
extend to Astoria the same rates as Seattle and Tacoma 
now enjoy would, it is claimed, result in a demand by 
Portland for rate reductions based on its shorter haul; 
reductions in the Portland rate would call for similar 


. reductions in the Seattle and Tacoma rates, and the final 


result would be, as the defendants contend, to place the 
general rate relation again in its present situation. . ‘It 
should here be stated that while at the time the Seattle 
and Tacoma rates were first established there was no rail 
line to Astoria, the lines which now publish rates to and 
from these points, as well as other Puget Sound points, 
reach Astoria either directly or through their connections, 
the Spokane, Portland & Seattle directly, the Northern 
Pacific and Great Northern over the rails of the: Spokane, 
Portland & Seattle, which they jointly own, andthe Ore- 
gon-Washington by means of its water line from Portland. 
At the present time these lines participate in traffic be- 
tween Astoria and the inland empire and are parties to 
tariffs naming rates with respect to which unlawful dis- 
crimination is alleged. The Spokane, Portland & Seattle 
is a party to and participates in rates to and from Aber- 
deen and South: Bend, as well as to and from Astoria. 
It is also a party to and participates in joint class and 
commodity rates, in connection with the Northern Pacific 
between Seattle and points local to its line east of Pasco, 
which are lower than the class and commodity rates be- 
tween Astoria and the same points. The first class rate 
between Seattle and Lamont is 99 cents, while between 
Astoria and the same station the rate is $1.24. Out of 
these joint rates the division accruing to the Spokane, 
Portland & Seattle is based on the short haul of 105 miles 
between Pasco and Lamont; on Astoria traffic that line 
would receive the entire revenue on a haul of 435 miles. 


To a large extent also the defendants rely upon Farm- 
ers’ Co-operative & Educational Union vs. G. N. Ry. Co., 
17 I. C. C., 406 (The Traffic World,.Jan. 22, 1910, p. 87), 
involving the reasonableness of the rates on grain and 
grain products from points in Washington and Idaho to 
Astoria, to which point the rates were then 10 cents 
higher than to Portland, Seattle and Tacoma. Our finding 
in that proceeding was that the rates to Astoria were 
unreasonable in themselves and for the future should not 
exceed the rates to Portland by more than 4% cents 
per 100 pounds. The question here presented is much 
broader than the one disposed of on that record, and 
during the five years that have elapsed since that case 
was decided certain changes, which the complainant re- 
gards as of more or less importance, have taken place. 
The record shows that the Chicago, Milwaukee & St. Paul 
has since extended its lines from the east through the 
inland empire to Seattle and Tacoma; the Oregon-Wash- 
ington Railroad & Navigation Co. now reaches the latter 
points by joint trackage arrangements with the Northern 
Pacific. The federal government is constructing extensive 
works at the mouth of the Columbia River with a view 
to maintaining a channel with 40 feet of water at low 
tide, and $500,000 has been appropriated for this purpose 
by the ports of Portland and Astoria; the city of Astoria 
is engaged in the construction of a public dock with a 
water frontage of 2,500 feet, and is making other im- 
provements estimated to cost $1,000,000, which, when 
completed, will accommodate the largest ocean vessels. 
At this time such steamers do not ascend the river to 
Portland, notwithstanding the existing lower terminal 
rates in effect to and from that point. Nor do they ‘stop 
at Astoria, notwithstanding the fact that it has a fine 
harbor and excellent dock facilities. Because of the 


higher rail rates prevailing to and from Astoria the steam- 
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ships as a rule continue to the Puget Sound ports, where 
lower rail rates are in effect. The record tends, however, 
to show that if Astoria be given terminal rates the ocean 
lines would stop. their steamships there. The harbor xt 
Astoria embraces an area of 12 square miles available 
for anchorage, and has a depth of water that puts it on 
an equality with the great harbors of the country. 

The entire capital stock of the Spokane, Portland -& 
Seattle is owned in equal parts by the Great Northern and 
the Northern Pacific. It is contended by the complainant 
that as a result of this joint ownership the parent com- 
panies have diverted over their own rails to the Puget 
Sound ports traffic which naturally would move to and 
from Astoria over the rails of the Spokane, Portland & 
Seattle. However this may be it, is clear that the para- 
mount question presented of record is whether the Great 
Northern and the Northern Pacific, being responsible for 
granting terminal rates to Seattle and Tacoma, unduly 
prefer those points and unjustly discriminate against As- 
toria when they refuse to extend terminal rates also to 
Astoria. 

On shipments moving between Astoria and the inland em- 
pire the rates are made by combination on Portland, as 
heretofore stated. This is true with the exception only of 
grain, lumber and lumber products, and salt, as to which 
the Astoria rates are ‘certain arbitraries over the Port- 
land rates. Under the case last cited the grain rates from 
competitive territory to Astoria are 4.5 cents per 100 
pounds higher than from the same territory to Seattle and 
Tacoma; from Spokane to Seattle, for a haul of 339 miles, 
the rate on grain is 17 cents, this being the rate also to 
Tacoma for a haul of 378 miles. To Astoria, a distance of 
468 miles, the rate is 21.5 cents. The rate to Aberdeen, 
470 miles from Spokane, is 19.5 cents, the same rate being 
applicable also to South Bend, for a haul of 479 miles. In 
other words, because of its longer haul by 129 miles, As- 
toria pays, on grain, 4.5 cents per 100 pounds in excess of 
the Seattle rates; while Aberdeen, with a haul of 131 miles 
in excess of the haul to Seattle,-pays only 2.5 cents more 
than Seattle. At the same time, Astoria, with a haul from 
Spokane 2 miles shorter than to Aberdeen, pays 21.5 cents, 
while the rate to Aberdeen is 19.5 cents. 


On lumber and lumber products the rates from Aberdeen 
and South Bend to competitive territory are the same as 
from Seattle and Tacoma; the Astoria rates are from 2.5 
cents to 7.5 cents per 100 pounds higher. Mills at and 
in the vicinity of Astoria manufacture lumber in large 
quantities in competition with the mills on Puget Sound 
and on the Washington coast, including Aberdeen and 
South Bend. From Astoria to Lewiston, in the state of 
Idaho, a distance of 456 miles, the lumber rate is 22.5 
cents; from Aberdeen to Lewiston, 480 miles over the 
Northern Pacific, and 501 miles by way of the Oregon-Wash- 
ington, the lumber rate by both routes is 20 cents. The 
same rate applies over the Northern Pacific from Seattle 
and Tacoma. In discussing the lumber rates from Aber- 
deen and South Bend, the defendants in their brief make 
the following statement: 


If, as claimed by one of complainant’s witnesses, mills at and 
near Astoria have lost and are losing to Aberdeen mills orders 
from inland empire territory because of the abnormally low 
rates on lumber enjoyed by Aberdeen, the situation is one re- 
quiring correction, and the Spokane, Portland & Seattle Com- 
pany, in sore need of increased revenues as it is, is most inter-. 
ested in bringing about that correction. The Spokane, Port- 
land & Seattle Ry. Co. welcome any fair change which will 
develop industries on its line and enlarge its operating reve- 
nues. * * * On the other hand, if Aberdeen and South Bend 
mills are to continue to enjoy these abnormally low lumber 
rates, the Spokane, Portland & Seattle Company certainly 
would not oppose reductions to Astoria mills if the reductions 
would, in fact, resujt in sufficiently increased business to off- 
set the effect of lower rates. 

It would seem to be conceded that the maintenance of 
lower rates on lumber from Aberdeen and South Bend than 
from Astoria cannot be successfully defended. This would 
seem to be equally true with respect to the grain rates 
to those points. On sash, doors and blinds the rate to 
Lewiston, Wallula, Walla Walla and Spokane from Seattle, 
Tacoma and the Washington coast ports is 30 cents, while 
to the same points from Astoria the rate is 37.5 cents. On 
salt, Astoria’s arbitrary over Portland is 7.5 cents. On 
traffic moving under combination rates the differences in 
favor of Seattle and Tacoma are considerably greater. On 
bags and bagging the Astoria rates are 12.5 cents per 100 
pounds higher than the Seattle rates; on sugar, canned 
goods, iron and steel articles, cement and petroleum oil the 
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Astoria rates are 10 cents higher. These examples are 
illustrative of the general relation of the commodity rates 
from and to competitive territory. As heretofore stated, on 
class traffic between Astoria and the inland empire the 
rates are made by combination on Portland. . 

It has long been a settled doctrine in this Commission 
that the mere maintenance of higher rates to one point 
than to another is not an unjust discrimination within the 
meaning of the act; it is only when the general conditions 
of transportation and the general circumstances surround- 
ing the traffic are substantially similar and such a rate rela- 
tionship adversely affects the commerce of one point and 
thereby materially benefits the commerce of the other 
point that it may be said to involve the preferences and 
discriminations prohibited-by law as between different com- 
munities served by the same carriers. What is the real 
situation in this respect as shown upon the record before 
us here? 

The rates of all the north Pacific ports are based on the 
Portland rates. Portland, if not the oldest, is one of the 
oldest of the north coast settlements. It was officially a 
port of entry even before it was reached by a railroad. 
It was the first of the north Pacific coast ports to have 
railroad connections with the transcontinental territory, 
and until some time after the rails of the Oregon Railroad 
& Navigation Company had reached Portland there was no 
other transcontinental route to the north coast. The Port- 
land rates were therefore the first rates established to a 
north Pacific port. Later when the Northern Pacific and 
the Great Northern entered Seattle and Tacoma _ they 
adopted the policy of giving those points rates that were 
no higher than the prevailing rates to and from Portland. 
That course was forced upon the northern lines in order 
that they might secure a share of the inland empire traf- 
fic; this has been their rate policy now for more than 20 
years; and that relationship is the established basis of 
rates on the four transcontinental railroads that now serve 
Seattle and Tacoma. Under this rate policy Seattle and 
Tacoma have become the great terminals in the state of 
Washington and Portland the great terminal in the state 
of Oregon. Astoria, with its fine harbor and facilities, has 
grown also, but it has not become a great port and ter- 
minal in comparison with Portland, Seattle and Tacoma. 
Large investments in terminal facilities have been made 
by the different carriers reaching these three points, and 
substantial expenditures of public funds have been made 
in improving the water fronts and harbors so that the 
traffic might readily be handled. Large sums have been 
expended by the national government at Astoria also. The 
municipal government and private interests have likewise 
invested substantially in developing its facilities. But, as 
we have said, the steamships do not regularly stop at As- 
toria, and the record shows that they will not stop there 


so long as lower rail rates are available to and from other . 


ports on the north Pacific coast. Apparently, therefore, 
Astoria cannot develop into a great port while this rate 
relationship continues, and the general geographic rela- 
tionship of the three ports to the inland empire makes it 
clear that Astoria is being subjected to an unlawful rate 
burden in its competition with the Puget Sound ports for 
that traffic unless the lower rates to the latter ports grow 
out of and rest upon a substantial difference in the con- 
ditions surrounding their traffic. ‘ 
Astoria has rested its case on a comparison of its dis- 
tances and transportation conditions with the, distances of 
Seattle and Tacoma from the inland empire and with the 
conditions surrounding their traffic to and from inland 
emprie points. Astoria has refrained, however, from 
making any comparison of its rates and the circumstances 
and conditions surrounding its traffic With the inland em- 
pire and the rates of Portland and the circumstances and 
conditions surrounding the traffic between that point and 
inland empire points. The hearings in this proceeding 
were held at Portland, and it may properly be assumed 
that Portland was aware of the pendency of the contest 
and its possible consequence to her, yet it is to be noted 
that Portland has not intervened upon the record and 
has taken no part in the hearings. Under such circum- 


stances it does not seem unduly venturesome to assume 
that this inactivity on Portland’s part indicates no lack 
of interest in Astoria’s complaint, but rather, as the de- 
fendants anticipate and conjecture, a purpose on the part 
of Portland, in case of a reduction in the Astoria rates 
to the basis of the rates to the Puget Sound ports, to 
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call our attention at a later date to its advantage, over 
Astoria, of 100 miles in the distance from inland empire 
points, and to predicate upon that fact a demand for a 
corresponding reduction in its own rates. It is obvious, 
however, that there is something of a natural relationship 
in the rates of Seattle, Tacoma, Astoria and Portland that 
cannot be ignored, and a reduction in the Portland rate 
to and from the inland empire does not necessarily follow 
as an inevitable consequence of a reduction in the Astoria 
rates to the basis of the Seattle and Tacoma rates. 

While Astoria is not fairly to be criticized for presenting 
its case solely upon its relation to the Puget Sound ports, 
the record emphasizes our own duty in the premises, 
namely, to consider the entire rate situation and the in- 
fluence that our action here may have upon other points 
not represented in the proceeding or especially touched 
upon in the record. 

As before stated, Astoria now takes terminal rates on 
class and commodity traffic to and from points east of 
the line drawn from Buford to Trinidad. Its rate dis- 
advantage as compared with Seattle and Tacoma com- 
mences on traffic to and from the inland empire. Con- 
sidered solely in its relation to Seattle and Tacoma, it 
would be difficult upon the record before us to advance 
any sound reason for holding that the Astoria rates, to 
and from the inland empire as a whole, should be higher 
than the rates in effect at the same time at those two 
ports. The fact that those ports are reached by four 
transcontinental lines, while Astoria is reached by but 
one, is not sufficient, standing alone, to justify the pres- 
ent rate disadvantage of Astoria. The operating condi- 
tions to Astoria, especially west of Kennewick, as we have 
already explained, are shown of record to be materially 
more favorable than the operating conditions to Seattle 
and Tacoma, the traffic of the defendants to those points 
being carried over the Cascade Mountains. On the other 
hand, if Astoria be considered solely in its relation to 
Portland, it would seem that Astoria might fairly take 
rates from the inland empire, again considered as a whole, 
that are somewhat higher because of the additional haul 
of 100 miles; and this view was expressed in Farmers’ 
Co-operative & Educational Union vs. G. N. Ry. Co., supra. 
When the entire situation, as it appears from the record, 
is carefully analyzed, the more important question that 
emerges is whether the fact that the northern carriers 
were forced by the competition of Portland as a port and 


terminal, to give to Seattle and Tacoma the same rates 


as to Portland, justifies either the carriers or this Com- 
mission in disregarding the effect upon Astoria of the 
competition of Tacoma and Seattle with their lower rates, 
even though they may be compelled rates. On that ques- 
tion it will suffice to say that in recognizing the effect 
of Portland’s competition on Tacoma and Seattle the car- 
riers may not lawfully overlook the effect of the com- 
petition of Seattle and Tacoma upon Astoria as a port 
and harbor. 


A careful examination of the record makes it clear that 
these north Pacific coast ports have a closer geographic 
and economic relation one to the other than is at that 
time reflected in the tariffs of the defendant carriers 
and that the latter in their present rate adjustment unduly 
discriminate against Astoria and unduly prefer the Puget 
Sound ports. We also conclude and find from the record 
that there is such a relationship between Seattle, Tacoma, 
Astoria and Portland as to require them to be considered 
as forming more or less of a natural rate group with 
respect to much of the traffic in question. 


All the facts adduced of record being fully considered, 
we have reached the conclusion, and so find, that between 
Astoria and all points in this territory on or east of the 
line of the Northern Pacific, extending from Pendleton, 
in the state of Oregon, through Pasco and Kennewick to 
Spokane, all in the state of Wasinhgton, and on or east 
of the line of the Great Northern, extending from Spo- 
kane northward, the rates should not exceed the rates 
at the same time maintained between Seattle, Tacoma and 
Portland, and such points; between Astoria and points 
on the Oregon-Washington east of Pendleton, and points 
on the Oregon Short Line the rates should not exceed 
the rates at the same time maintained between Seattle 
and ‘Tacoma and such points; as to points north of Ken- 
newick and west of the. competitive territory just de- 
scribed the Astoria rates may exceed the Portland rates 
in the same amount that the Portland rates are higher 
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than the Seattle and Tacoma rates provided the arbi- 
traries over Portland shall in no case exceed the local 
rate between Portland and Astoria; as to stations on the 
Oregon-Washington Railroad & Navigation Co. and sta- 
tions on the Spokane, Portland & Seattle, west of Pendle- 
ton and east of the Cascade Mountains, the Astoria rates 
may exceed the Portland rates by the samé amount that 
the Seattle and Tacoma rates are higher than the Port- 
land rates, the differentials over Portland in no case to 
exceed the local rate between Portland and Astoria. 

An order to this effect will accordingly be entered. lit 
is searcely necessary to state that our conclusions and 
order cover only interstate rates. 


DRESSED BEEF FROM NEW YORK 


1. AND S. NO. 649 (38 I. C. C., 51-54) 
Submitted Dec. 17, 1915. Decided Feb. 7, 1916. 
Proposed cancellation of carload commodity rates on “dressed 
beef cuts’? from New York, N. Y., and other Atlantic sea- 
board cities to St. Louis, Mo., and East St. Louis, Ill., leav- 
ing third-class rates effective in their stead, found to have 

been justified. Order of suspension vacated. 





J. M. Sternhagen for respondents; R. D. Rynder for Swift & 
Co.; A. R. Urion, C. J. Faulkner, Jr., and H. K. Crafts for 
Armour & Co. 


MEYER, Commissioner: 


On Dec. 1, 1912, the respondents herein established a_ 


commodity rate of 50 cents per 100 pounds on “dressed 
beef cuts” from New York, N. Y., to St. Louis, Mo., and 
East St. Louis, Ill., in carloads, minimum weight 20,000 
pounds, the same as the rate then applicable on fresh 
meats in the-reverse direction. The meats transported 
westbound on the “dressed beef cuts” rate are substan- 
tially the same, in cut, as those moving eastbound on 
the “fresh meats” rate. By increases following the Five 
Per Cent case, 31 I. C. C., 5381 (The Traffic World, Aug. 
3, 1914), and 32 I. C. C., 325 (The Traffic World, Dec. 
26, 1914, p. 1152), and in Eastern Live Stock case, 36 
I. C. C., 615 (The Traffic World, Dec. 18, 1915, p. 1250), 
both the westbound and the eastbound rates were sub- 
sequently increased to 52.5 cents. The rates given herein 
are in cents per 100 pounds. St. Louis, as hereinafter 
referred to in this report, will be taken to include East 
St. Louis. 

By tariffs filed to become effective June 1, 1915, and 
suspended in this proceeding until March 29, 1916, re- 
spondents proposed to cancel the westbound commodity 
rates on dressed beef cuts, leaving in effect third class 
rates on fresh meats, upon which basis the rate from 
New York to St. Louis will be 61.4 cents. The class rate 
from New York to St. Louis, which carriers assert should 
be applied to this traffic, is 22.8 per cent higher than the 
commodity rate as originally established prior to the de- 
cision in the Five Per Cent case, supra. This proceeding 
also involves a few commodity rates on dressed beef cuts 
from other north Atlantic seaboard cities to St. Louis, 
which are related to the rates from New York. Our 
discussion will be largely confined to the New York rate, 
which is typical of all the rates involved. 

Commodity rates from New York and other points to 
St. Louis are exceptions to the general adjustment of 
third class in rates on fresh meats westbound. From 
New York to Chicago, Ill., for example, the full third class 
rate is charged of 52.5 cents, which happens to be the 
same as the commodity rate New York to St. Louis, 
here ‘under consideration. Respondents fear that ithe con- 
tinued maintenance of this commodity rate will disrupt 
existing rate structures westbound and eastbound. They 
also insist that its purpose has failed because the ex- 
pected movement has not materialized. Protestants in- 
sist that the present rate is shown by various tests to 
be fully remunerative. 

The westbound commodity rates here under considera- 
tion were established upon the application of a packer 
who expected to ship a considerable tonnage from New 
York to Dallas and Fort Worth, Tex., using the 50-cent 
rate to St. Louis and a rate of 47% cents beyond. Al- 
though the latter rate was never established, the rates 
to St. Louis have been used for local shipments of surplus 
products of kosher slaughtering plants in the East to 
St. Louis and also to points farther west. Subsequent 
to the removal of the import duty on beef in the fall of 
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1918, and prior to the outbreak of the European: war, the 
commodity rates were also used for the transportation 
of South American beef. The record is not clear as to 
the volume of the movement under these rates. The 
carriers insist that only 60 carloads were transported 
from Dec. 1, 1912, to Oct. 15, 1915, while, according to 
protestants, at least 200 carloads per annum have moved 
on these rates from eastern points to St. Louis anu 
beyond. : 

From eastern seaboard territory the rates upon which 
fresh meats, dressed beef and dressed beef cuts, in car- 
loads, are transported to Central Freight Association 
points are usually third class. The commodity rates 
here concerned are apparently the only exception. It 
appears, however, that for two years there has been 
pending before the carriers an application to reduce the 
New York to Chicago rate of 52.5 cents to equal the 
eastbound commodity rate of 47.5 cents, recently found 
reasonable in Eastern Live Stock case, supra. From St. 
Louis the rate to New York is now usually fixed at 5 
cents over the rate from Chicago. Within Central Freight 
Association territory rates on fresh meats are not usu- 
ally the same in both directions between two packing 
points. 

The following table shows a comparison of the com- 
modity rate from New York to St. Louis, here involved, 
with rates on meats and other commodities in the same 
territory. 
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The volume of movement and actual loading of the 
commodities named in the table are not disclosed by 
the record. It may’ be presumed since the commodities 
are perishable that the loading is usually little, if any, 
in excess of the required minimum. ’ 

Protestants lay great stress upon the comparisons of 
the ton-mile revenue yielded by the rates shown above. 
Car-mile earnings, however, have long been considered 
of greater force. Proposed Advances in Freight Rates, 
9 I. C. C., 382; Thompson Lumber Co. vs. I. C. R. R. Co.. 
13 I. C. C., 657; Rates on. Coal to Lake Erie Ports, 22 
I. C. C., 604 (The Traffic World, March 23, 1912, p. 537). 
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As disclosed by the table the car-mile earnings indicate 
that the third class rate from New York is more in har- 
mony with the other rates shown than the present com- 
modity rate. Protestants show that the average ton-mile 
revenue on all traffic handled for some of the important 
routes over which this commodity rate applies is con- 
siderably less than the ton-mile revenue which the pres- 
ent commodity rate yields. This showing, however, is of 
little weight unsupported by the exposition of the char- 
acter and length of haul of the traffic of each road. 

Portestants also compared the suspended rates with 
commodity rates on fresh meats from Pittsburgh, St. Paul, 
St. Louis, Milwaukee and Memphis to eastern destinations 
and with rates in territory of less traffic density from 
South St. Paul to Chicago, between Chicago and Missouri 
River points, and from Marshalltown and Mason City, Ia., 
to Mississippi River points, showing that these rates pro- 
duce less revenue per ton-mile and per car-mile than is 
derived under the third class rate from New York to 
St. Louis. These comparisons, although they bear upon 
the question here in issue, are not controlling in its de- 
termination. The present commodity rates apply west- 
bound and move a very small tonnage compared with 
that moving eastbound. The large eastbound tonnage has 
certainly had its effect in the establishment and main- 
tenance of the level of eastbound rates. Eastern Live 
Stock case, supra; Burgess vs. Transcontinental Freight 
Bureau, 13 I. C. C., 668; Commercial Club of Omaha vs. 
B. & O. R. R. Co., 19 I. C. C., 397 (The Traffic World, 
Nov. 5, 1910, p. 364). The record discloses no relation- 
ship in westbound rates between fresh meats and live 
stock, nor is any westbound movement of live stock 
shown. 

It is urged that with the cessation of the European 
war there will be a large increase in movement under the 
suspended rates due to imports of South American meats 
and that sooner or later the westbound movement will 
probably equal that eastbound. This, however, is prophecy. 

The record reveals no reason why the rates on dressed 
beef cuts to St. Louis should be on a different basis 
than the rates on the same commodity from the same 
points of production in the same-direction to the same 
general territory of destination. Westbound Lake and 
Rail Knit Goods Commodity Rates, 32 I. C. C., 54 (The 
Traffic World, Nov. 7, 1914, p. 862). The third class rates, 
which will become effective upon cancellation of the 
commodity rates herein involved, are in harmony with 
the general adjustment of rates westbound. Both pro- 
testants and respondents were under the impression that 
under the class rates a carload minimum of 21,000 pounds 
is provided for fresh meats. Tariffs on file with the Com- 
mission indicate, however, that the minimum weight is 
20,000 pounds, the same as that provided in the present 
schedules. A minimum weight of 21,000 pounds is not 
objected to by protestants. 

The proposed cancellations are found to be justified, and 
the order of suspension will be vacated. 


REPARATION DENIED 


In case 7945, Advance Bedding Co. vs. Atchison et al., 
and Fourth Section Applications Nos. 165, 461 and 464, 
Opinion No. 3389, 38 I. C. C., 31-32, the Commission has 
denied reparation on shipments of cotton linters from 
points in Oklahoma and Texas to La Crosse, Wis. The 
complaint charged that the rates were unreasonable and 
unjustly discriminatory in addition to being violative of 
the fourth section in that they exceed the rates on cotton 
linters from the same points of origin to the Twin Cities 
by way of La Crosse. Since the filing of the complaint 
the railroad have eliminated all the rates against which 
the complaint was made, leaving only the question of 
reparation. The complainant did not bear the freight 
charges, hence it would not have been entitled to repara- 
tion, even if the rates assailed had been shown to be 


illegal. 








SHEET STEEL CULVERTS 





In Case No. 7000, A. L. Greenberg Iron Co., against the 
Chicago & Eastern Illinois et al., Opinion No. 3391, 38 
I. C. C. 38-39, the Commission holds that rates on gal- 
vanized corrugated sheet-steel culverts, in carloads, from 
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Terre Haute to Texas points, were not shown to be unrea- 
sonable or unjustly discriminatory. Commissioner Hall dis- 
sented from the order dismissing the complaint, but gave 
no reason for his dissent. The Commission approved the 
rate in effect because it approved the rating in Clauer 
Mfg. Co. vs. Atchison and others, 28 I. C. C. 508. 


WHEAT FOR EXPORT 


CASE NO. 7490 (38 I. C. C., 33-37) 
CORPORATION COMMISSION OF OKLAHOMA ET AL. 
VS. ATCHISON, TOPEKA & SANTA FE RAIL- 
WAY CO. ET AL. 


Submitted May 1, 1915. Decided Jan. 21, 1916. 


At the present time the Santa Fe, which serves with its own 
rails the wheat fields of Oklahoma and the port of Galves- 
ton, Tex., does not participate with its connections in 
through routes and joint rates on wheat moving to Louisi- 
ana ports for export. Traffic to those ports involves a haul 
over two or more lines. Upon the facts shown of record 
the Santa Fe lines are directed to establish from producing 
points thereon in the wheat fields of Oklahoma through 
routes and joint rates to New Orleans, La., that shall not 
exceed by more than 5 cents per 100 pounds the rates in 
effect at the same time from the same points of origin to 
Galveston, Tex. 





G. A. Henshaw for Corporation Commission of Oklahoma; C. 
F. Prouty for Oklahoma Grain Dealers’ Association; Frank Foltz 
for Oklahoma Millers’ Association; W. V. Hardie for Oklahoma 
Traffic Association; Robert Dunlap, T. J. Norton and J. L. 
Coleman for Santa Fe lines; H. H. Haines for Galveston Com- 
mercial Association, intervener. 

BY THE COMMISSION: 

Complainants are the Corporation Commission of Okla- 

homa, the Oklahoma Grain Dealers’ Association and the 
Oklahoma Millers’ Association, the two latter being volun- 
tary associations representing the local commercial inter- 
ests indicated by their titles. Complainants have head- 
quarters at Oklahoma City. By complaint, filed November 
18, 1914, they ask for through routes and joint rates on 
wheat for export from stations in Oklahoma on the lines 
of the Atchison, Topeka & Santa Fe Railway, and the Gulf, 
Colorado & Santa Fe Railway, hereinafter referred to as 
the Santa Fe lines, to New Orleans and other Louisiana 
Gulf ports which shall not be higher than the present rates 
from the same stations to Galveston, Tex. The principal 
defendants are willing to establish joint rates on grain, for 
export, from the points named to Louisiana Gulf ports, viz., 
New Orleans, Algiers, Port Chalmette and Westwego, and 
the single question for our determination is whether the 
rates to be established should be the same as the rates con- 
currently maintained from the same points of origin to 
Galveston, or whether they should exceed the rates to Gal- 
veston. The Galveston Commercial Association intervened 
in opposition to the complaint. 
. Complainants contend that they are entitled to rates to 
New Orleans no higher than the rates maintained by the 
Santa Fe lines to Galveston because these rates to Galves- 
ton are sufficiently high to be extended to the port of New 
Orleans, and because grain dealers located on the lines 
of other carriers in the same general territory of origin 
have rates to Galveston and to New Orleans, for export, 
that are substantially the same, and that are no higher than 
the corresponding rates maintained by the Santa Fe lines 
to Galveston. - The Santa Fe lines desire to retain the ex- 
port wheat traffic originating on their rails for themselves 
and for the port of Galveston. To this end they urge that 
their average haul from the points involved to Galveston is 
600 miles, whereas the hauls to New Orleans average about 
200 miles more and are two or three line hauls. For these 
reasons they insist that joint rates to New Orleans should 
be somewhat higher than the rates from the same points 
to Galveston. 

The record shows that 20,000,000 bushels of wheat were 
raised in Oklahoma in 1912, 17,500,000 bushels in 1913, 46,- 
500,000 bushels in 1914, and that the output during the past 
year was expected to amount to 60,000,000 bushels. Most 
of the output is produced in the northern and western tiers 
of counties. The Santa Fe lines serve a considerable por- 
tion of the wheat-producing area, which is also Well served 
by other roads. The geographical location of Oklahoma 
compels the movement of the greater part of its wheat to 
ports on the Gulf of Mexico, for export. 

The Santa Fe lines maintained longer embargoes on 
wheat for export through Galveston than were maintained 
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by any other carrier reaching the Gulf either at Galveston 
or at New Orleans. The Santa Fe lines’ first embargo on 
wheat for export through Galveston was laid in the latter 
part of July, 1914, before war had been declared in Europe. 
At that time more than 5,200 cars loaded with wheat for 
export, about one-fifth of the available box-car equipment of 
the Santa Fe lines, were detained under load along their 
lines. On Aug. 7 nearly 4,500 cars were still detained 
under load. When the embargo was lifted, Sept. 22, there 
were more than 1,300 cars still unloaded. The second em- 
bargo was laid Oct. 24, when more than 4,300 cars, ap- 
proximately one-sixth of the Santa Fe lines’ available car 
equipment, were under load. The second embargo was 
lifted Nov. 30, when more than 1,400 cars were waiting for 
ship side. The third embargo was laid December 11, 1914, 
when 3,800 cars of export wheat were strung out along 
their lines from Galveston to interior points. The third 
embargo was not lifted until Jan. 14, 1915, when more than 
1,950 cars of wheat for export awaited transshipment. In 
the early part of the month of March the Santa Fe lines 
had more than 2,000 cars still under load with wheat for 
export. The record does not show the numbers of cars 
under load during the same periods on the various other 
lines from Oklahoma to Galveston and New Orleans, but 
does show that no other carrier serving either Galveston 
or New Orleans maintained an embargo or embargoes at 
either place for as long a period or periods as the Santa 
Fe lines maintained at Galveston. The Santa Fe lines en- 
deavored to show at the hearing that their embargoes were 
not due to any fault of theirs or to the facilities at Galves- 
ton, but to the unprecedented size of the wheat crop in 
Oklahoma and possibly in other states, and to the shortage 
of ship tonnage at Galveston. In any event, it appears 
that during the past season Galveston loaded 5,000,000 
bushels of wheat in excess of the amount of wheat loaded 
at New Orleans, and that the Santa Fe lines handled ap- 
proximately one-half of all the wheat moved to Galveston 
between June 1, 1914, and Feb. 1, 1915. Oklahoma shippers 
at stations on the Santa Fe lines shipped all the wheat 
they could during the past season to Kansas City and 
Chicago. The higher combination rates applicable, rang- 
ing from about 5 to 13 cents more than the joint rates to 
Galveston, prevented shipment to New Orleans. In many 
instances farmers and other shippers drayed their wheat 
across country and shipped it over lines that maintained 
the same, or approximately the same, rates to Galveston 
and to New Orleans. The Santa Fe lines lost many car- 
loads of wheat in consequence. 


The records contains evidence of the relative capacities 
of the elevators at Galveston and at New Orleans and the 
relative facilities for the examination and handling of 
grain at the two ports; also-of the ordinary excellence of 
the service rendered by the Santa Fe lines and the ab- 
sence of substantial damage to the shippers from the em- 
bargoes described because of a general upward trend in 
prices paid for wheat. , 

The Santa Fe lines publish rates on wheat to Galveston, 
for export, from 193 stations in Oklahoma. The rates pub- 
lished range from 19.7 cents from points near the Texas 
state line to 26.2 cents from more distant points. From 
156 of these stations the rate is 25.2 cents. The average of 
all of the rates published is about 25 cents. The rates from 
the same stations to New Orleans were higher in every 
instance, as they were made by the combination of the 
local rates of the Santa Fe lines to the junction points of 
other lines with the rates beyond the junction points 
which were the same to Galveston and to New Orleans. 
No shipments were made to New Orleans at these com- 
bination rates. n 

Examination of the tariffs filed by other carriers dis- 
closes that export wheat may move from many stations in 
Oklahoma on the same rate to Galveston, New Orleans and 
Mobile. None of these carriers, however, with the excep- 
tion of the Missouri, Kansas & Texas system, reaches 
either port with its own rails. From 24 points on the St. 
Louis & San Francisco Railroad in Oklahoma south. of 
Oklahoma City the rates to Galveston, Mobile and New 
Orleans were 25.2 cents. The Santa Fe lines concur in 
these rates and participate in the haul. By special con- 
currence the Santa Fe has authorized the St. Louis & San 
Francisco to continue equal rates to Mobile, New Orleans 
and Galveston from 13 stations on the line of the former 
Oklahoma Central Railway, now the Chicasha-Lehigh 
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branch of the Santa Fe, and from 8 stations on the same 
branch to New Orleans and Galveston. None of these 
rates is higher than 25.2 cents per 100 pounds. Effective 
Aug. 1, 1914, the Atchison, Topeka & Santa Fe Railway 
Company adopted all tariff actions of the Oklahoma Central 
Railway and made them its own. From Santa Fe stations 
in Oklahoma equal or nearly equal export rates are main- 
tained to New Orleans and Galveston on cotton and other 
commodities. 

The complaint in this case, however, alleges no dis- 
crimination against complainants, and the record estab- 
lishes no such violation of the act, by reason of the rate 
situations stated in the preceding paragraph. Neither the 
voluntary joinder by the Santa Fe in certain rates to New 
Orleans substantially equal to its own to Galveston, to 
enable it to participate in business originating on a foreign 
line, nor its adoption of the existing tariffs of the Okla- 
homa Central when the latter became part of its system, 
no discriminations being shown to result, would make 
necessary an extension of rate equality to all Santa Fe 
points of origin. The question is merely one of reasonable 
rates to New Orleans. While the rates to Galveston, which 
are not involved, probably afford the Santa Fe lines a fair 
return, they do not upon this record appear to us to be 
the maximum rates which reasonably could be applied 
for the greater mileage to New Orleans and with the par- 
ticipation of additional carriers in the haul. In Rates on 
Cotton and Cotton Linters, 23 I. C. C., 404 (The Traffic 
World, May 25, 1912, p. 1021), we approved increased rates 
on cotton from Texas points to New Orleans higher than 
the rates from the same points of origin to Galveston, al- 
though theretofore on a parity to the two ports, the dis- 
tance and service to New Orleans being substantially 
greater. But it is quite clear, we think, that the present 
rates on grain from the Oklahoma stations involved to 
New Orleans are excessive and unreasonable, and that 
reasonable rates could not greatly exceed the rates from 
the same points of origin to Galveston. Under the cir- 
cumstances and conditions disclosed, we are of opinion that 
upon a reasonable basis the difference should in no case 
exceed 5 cents per 100 pounds. 

Upon all of the facts of record, we find that complainants 
are entitled to through routes and joint rates ‘on wheat 
for export from points on the lines of the Santa Fe in 
Oklahoma to New Orleans, Algiers, Port Chalmette and 
Westwego, La., which shall not exceed by more than 5 
cents per 100 pounds the rates contemporaneously main- 
tained from the same points of origin to Galveston. 

The record indicates that the parties had in mind routes 
via Fort Worth, Tex., and the Texas & Pacific Railway; 
via Beaumont, Tex., and the lines of the Texas & New Or- 
leans Railroad and Morgan’s Louisiana & Texas Railroad 
& Steamship Company; and via other junctions and lines 
beyond. Some of the lines contemplated are named as 
parties defendant, but some are not. Proper defendants 
are named to provide for rates through Fort Worth, Dal- 
las, and Beaumont, Tex., and through Shreveport, La., to 
Louisiana ports. 

An appropriate order will be entered. 


BOSTON-NEW YORK PROPORTIONAL 
RATES 


1. & S. No. 705 (38 I. C.. C. 61-62) 
Submitted Nov. 29, 1915. Decided Feb. 8, 1916. 
Proposed cancellation of. proportional and transshipment class 
and commodity rates between points in southeastern New 
England and New York, N. Y., applicable on. traffic mov- 
ing through the port of New York, in connection with cer- 
tain steamship lines operating between New York and the 

Pacific coast through the Panama Canal, not justified. 


L. H. Kentfield for New York, New Haven & Hartford R. R. 
Co. and New England S. S. Co., respondents; A. E. Allen for 
Boston & Albany R. R. Co.; E. C. Southwick, G. F. Hichborn, 
J. D. Hasnagen and W. H. Chandler for protestants. 





CLEMENTS, Commissioner: 

The New York, New Haven & Hartford Railroad Co. and 
the Boston & Albany Railroad ‘Co. publish proportional and 
trans-shipment class and commodity rates between cer- 
tain points on their lines in Massachusetts and Rhode 
Island and New York, N. Y. These rates are applicable 
on traffic moving through the port of New York in connec- 
tion with certain steamship lines, specified in the tariffs, 
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which operate between New York and the south Atlantic 
ports and between New York and the Pacific coast through 
the Panama Canal. In the tariffs suspended in this pro- 
ceeding, filed to become effective Sept. 1, 1915, the re- 
spondents proposed to cancel the proportional and trans- 
shipment rates in connection with those steamship lines 
which operate through the Panama Canal. Protests were 
filed by the National Fireworks Distributing Co., New Eng- 
land Confectionery Co., and Mellin’s Food Co. The opera- 
tion of the proposed tariffs was suspended by appropriate 
orders until June 30, 1916. 

The respondents did not attempt to justify the cancella- 
ation of the rates in question, and they express of record 
their willingness to cance] the suspended tariffs. The only 
witness explained that it was not proposed to cancel the 
proportional and trans-shipment rates in connection with 
those steamship lines which operate between New York and 
the south Atlantic ports, and that the respondents were not 
prepared to justify the discrimination which would ap- 
parently result from the cancellation of such rates in 
connection with the lines operating through the canal. 

We are of opinion and find that the proposed increased 
rates are not shown to be just and reasonable, and an 
order will be entered requiring their cancellation. 


BANANAS FROM NEW ORLEANS 


In Case 7428, Texarkana Freight Bureau against the 
Illinois Central and others, Opinion No. 3394, 38 I. C. C. 
55-60, Commissioner Harlan has written a report holding 
the carload rates on bananas and other tropical fruits from 
New Orleans to Texarkana to be unjustly discriminatory 
and unduly prejudicial to the extent that they exceed by 
more than ten cents per 100 pounds the rates contempo- 
raneously maintained from New Orleans to Shreveport. 
The carriers are ordered to remove the discrimination on 
or before May 15, and to put into effect rates from New 
Orleans to Texarkana not more than ten cents higher than 
to Shreveport. The rate condemned is 43 cents, while that 
to Shreveport is 25 cents. Under the order of the Commis- 
sion the Shreveport rate must be brought down to 35 cents. 
The difference of 18 cents was formerly the third-class rate 
between Shreveport and Texarkana. That rate has since 
been advanced to 24 cents. The Texarkana Freight Bureau 
asks for a thirty-cent rate. 





ALLOWANCES EXCESSIVE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In Mitchell Coal & Coke Co. vs. Pennsylvania Railroad, 
a case that has gone through the Supreme Court, the 
Commission February 25 held that allowances on coal and 
coke hauled to the Pennsylvania tracks by the coal com- 
pany’s power and over its spur tracks, ranging from 10 to 
20 cents, were excessive because more than 8. cents,. and 
unjustly discriminatory against the complainant company 
because it got no allowance for the hauling of its coal over 
its tap-line to the Pennsylvania rails. ‘The railway de- 
clined to pay the Mitchell company because it said it could 
perfotm the service the Mitchell road was rendering. No 
order was made. The Mitchell company seems to win. It 
is inferred that its competitors may have to refund to the 
Pennsylvania excess over 8 cents, but there is no determi- 
nation whatever that the Mitchell company is to receive 
anything unless it sues in court. 


GOVERNMENT OWNFRSHIP 


(Continued from page 430) 
anybody who knows political history and condi- 
tions in this country can advocate government 
ownership is a mystery to us. Theoretically, it 
sounds all right, and one who was a mere student 


of books might so accept it—if among his books \ Weight or classification. 
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were no volumes on American political history. 
His theory might even be strengthened by the 
study of government ownership as it operates in 
some foreign countries. But as applied to this 
country, it is a joke. Our transportation systems 
would simply be vast fields for political appoint- 
ments. We should be confronted with the spec- 
tacle of a man appointed traffic. manager because 
his uncle stumped the state of New York suc- 
cessfully, or another made section boss because 
he had been a good boss in his precinct. The 
public would suffer from bad service and would 
have no recourse. The railroad workers would 
get what they wanted because they have votes. 
One of the arguments made for government own- 
ership is that it would mean the end of unrea- 
sonable demands of labor and the resulting great 
railroad strikes. It might mean the end of strikes 
—or violence resulting from them—for Unclé Sam 
could, if he would, soon quell them with his 
soldiers. But there would be no strikes, for the 
very good reason that the workers would not 
have to strike. The “demands of labor” would 
be reckoned with by the statesmen and no ad- 
ministration would take the chance of losing the 
votes of this great army of men when it could 
retain them and its job in Washington by simply 
shaking the trousers of the public and paying a 
little advance in wages. How long do you think 
the present request for an eight-hour day with 
an increase in pay for overtime would go un- 
satisfied? Just about as long as it would take 
the political managers of the party in power to 
collect a few facts and hustle to Washington 
with them. And if, by any chance, the party in 
power should be obdurate, the other side would 
put a proper plank in its platform and the rail- 
road workers would see that the candidate of 
that party was elected and that the promise was 
kept. 

Government ownership in the United States is 
the hugest joke ever conceived. We do not see 
how it can even seriously be considered. But if 
Congress is to consider it, we hope it will do so 
thoroughly and get the thing out of its system 
once and for all. There is no room for it in 
this country until human nature changes or until 
our form of government changes. 


~ 


CONFERENCE RULING. h 


The following Conference Ruling has been adopted: 
\ Interest Upon Overcharge Claims.—Upon further consid-\ 


A 


“eration of Conference Ruling 464, it is held, that interest 


on an overcharge accrues from the date of its collection 
by the carrier, whether arising from an error in rate, 


- 
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THE TRAFFIC WORLD 


Effort to Relieve Car Shortage 


American Railway Association Makes Analysis of the Situation and the Prospects for the 
Future and Adopts a Policy Designed to Remedy the Trouble 


February 26, 1916 


The following statement is authorized by the American 
Railway Association: 

“The American Railway Association has determined to 
take energetic steps to relieve the car shortage on western 
railroads. 

“As an important step in that direction the larger roads 
east of Chicago have agreed to deliver to western roads 
20 per cent more box cars than are received from western 
roads. 

“The car service commission of the American Railway 
Association will keep tabs on whether or not the plan is 
being carried out by all eastern roads. 

“The American Railway Association has empowered its 
executive committee to impose a fine upon any railroad 
violating its car service rules, and the Association will 
exert itself to the utmost to the end that the existing 
situation is improved in so far as physical conditions 
make it possible. 

“In addition to the plan for delivering box cars to west- 
ern roads, the eastern roads expect to exert all possible 
pressure upon consignees to do two things: 

“1, Unload as rapidly as possible cars now ready for 
delivery; 

“2. Avoid ordering goods which 
unloaded. 

“These plans are the result of a meeting in New York 
of the car service commission of the American Railway 
Association, composed of the following members of the 
executive committee of the Association: Fairfax Harri- 
son, chairman, car service commission, president, South- 
ern Railway; A. H. Smith, president, New York Central 
Lines; E. H. Aishton, vice-president, Chicago & North- 
western Railway; G. L. Peck, vice-president, Pennsylvania 
Lines; H. E. Byram, vice-president, Chicago, Burlington 
& Quincey Railroad, and Arthur Hale, secretary of the 
commission. 


cannot be promptly 


“The car service commission, after carefully inquiring 
into the facts and causes underlying the present situation, 
found the situation to be, in general, as follows: 


Situation Described. 


“The present situation: There is a general shortage 
of box cars for the movement of wheat and other small 
grain in the territory west of Chicago as far as the Twin 
Cities on the northwest and Kansas City and: St. Louis 
on the southwest, and which extends west through Colo- 
rado and beyond. 

“Shortages are reported from. several sources on the 
Pacific slope, including both California and Oregon, and 
also on the Mobile & Ohio Railroad. There is also a 
shortage of coal cars in the Alleghenies. 

“While these car shortages exist, there is a freight 
congestion in New England and around New York City 
and to a lesser degree at other Atlantic states. 

“An idea of the unusual character of the situation will 
be gathered from the fact that western railroads owning 
402,247 cars had on their lines on February 1 only 360,017 
cars, a deficiency of 10.50 per cent. .On the same date 
eastern railroads owning 757,744 cars had on their lines 
857,203 cars, an excess of 100,000 cars, or 13.12 per cent. 

“The ‘situation is most aggravated in New England. 


The roads in that territory owning 70,428 cars on February 

1 had on their lines 101,295 cars, an excess of 43.83 per 

cent. 
Causes of the Trouble. 

The causes of this situation are: 

“1. The increase in exports from the Atlantic ports. 
There are differences of opinion as to whether or not 
there are enough vessels, but the ships available are not 
as well suited to the freight as in normal times, and. on 
this account it takes more time now than usual to get the 
freight from the cars to the ships. 

“Further delays are due to control of vessels by foreign 
governments. Some cars have been standing in the yards 
for months because the vessels for which their freight 
was destined have been ‘commandeered.’ 

“Furthermore, a considerable amount of munitions «ap- 
pears to have been shipped without due regard to whether 
there were vessels for it or not. 

“The closing of the Panama Canal has aggravated 
matters. 

“2. With the increase in exports there have been large 
increases in shipments to many industries east of the 
Alleghenies, especially in New England, and industries 
have attempted to handle these increased shipments. of 
raw material, coal, etc., without adding to‘ their own 
facilities. This has resulted in slow unloading of freight 
at local points. 

“The slow unloading of export and local freight has 
resulted in congestion in yards and slow movement, and 
this in turn has resulted in the ordering of still more 
freight, in the hope that some of it will come through. 

“3. On top of all this came the fear of a coal strike 
on April 1, and everyone is buying as much coal as he 
can, without regard as to how much he can unload. These 
cars loaded with coal for local points further block the 
movement of box cars. 

“4. The whole situation has been made more than ordi- 
narily difficult by the extremely untoward conditions which 
have prevailed in and near New York and in New England 
during the past two months. There has been a very large 
amount of snow, fog and sleet, all of which have con- 
tributed to the congestion of traffic. ; 


The Outiook. 


“All lines are exerting their utmost efforts to unload 
cars and the embargo is being used freely. The trunk 
lines have succeeded in reducing the free time on the 
bulk of the export from thirty days to fifteen. This ap- 
plies, however, only to export on domestic bills of lading 
other than grain. 

“One difficulty is that export grain can be held without 
extra charge until ships are ready, and storage charges 
apply only when the grain is put in an elevator... If, there- 
fore, an elevator is full and remains full, a shipper can. 
get free storage of his grain in cars almost indefinitely. 

Action Taken. 

“In view of the foregoing facts, cases and prospects, the 
American Railway Association, through its car service 
commission, has, after careful consideration, adopted a 
policy designed to remedy the situation, and set it forth 
in a letter forwarded to the Interstate Commerce Com- 
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mission and also to each railroad in the United States. 
It is expected that salutary results will follow from the 
policy outlined. The letter is ‘as follows: 

“‘*The commission on car service has heard the eastern 
and western roads on the subject of the shortage of cars 
for grain loading for the West and the surplus of cars at 
the Atlantic seaboard and New England. 

“It is apparent from the testimony and from the loca- 
tion statements of the western lines that, generally speak- 
ing, they have on their lines less cars for grain loading 
than they are entitled to have under car service rules 
by reason of their ownership and that many of these cars 
are now held under load at the Atlantic seaboard and 
New England. It is also apparent that the eastern roads 
are having great difficulty ‘in returning empties west be- 
cause of the congestion, due, not only to export business 
and the general increase in domestic business, but to 
the practices of shippers of disregarding embargoes in- 
tended to prevent such congestion, and consignees order- 
ing more cars than they can unload promptly. 

“Therefore, pending a further investigation of the facts 
and an attempt to deal with principles, the commission 
now recommends for immediate relief: 

“1, That the eastern railroads shall make a strong 
effort in good faith to return box cars westbound in 
excess of at least 20 per cent above what they receive 
from their eastern connections. 

““2. That the western railroads make a strong effort 
to discourage the loading to the Atlantic seaboard and 
New England of commodities of a character which it is 
apparent cannot be readily unloaded and promptly dis- 
posed of. 

“«3. That shippers in the East be urged to refrain from 


ordering freight in excess of their ability to promptly. 


unload. 

“4. The action of the Interstate Commerce Commis- 
sion in granting the request of the railroads for decreased 
free time at the ports will prove, it is hoped, a substantial 
aid in effecting relief. The commission on car service 
urges further consideration by the Interstate Commerce 
Commission of the requests for increased demurrage and 
storage charges as a further aid in this difficult situation.’ ” 


NEW YORK STORAGE CHARGES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The alternative proposal of the trunk lines to increase 
storage charges at New York, made necessary because 
the Commission frowned upon their first plans with re- 
gard to that subject, has also been suspended, largely 
upon representations made to the Commission by Charles 
J. Austin, manager of the New York Produce Exchange. 
He contends that the charges would be a serious hardship 
to the shippers of flour. 


In a letter to the Commission Mr. Austin called atten- 
tion to the fact that the 6 cents per barrel approved in 
I. and S. No. 572 was in excess of any public storage 
charges on flour, and to propose to increase this to 12 
cents per barrel for the second month and 24 cents for 
each succeding month is to assess charges, which, it fs 
contended, would be not only unreasonable but unjust. 


The proposals of the suspended tariffs are to charge 
one-half cent per 100 pounds for each period of five days 
or fraction thereof for the first six periods; 1 cent for 
each period of five days or fraction thereof for the next 
six months, and 2 cents per 100 pounds for each succeed- 
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ing period of five days or fraction thereof, on all freight 
held in cars or in railroad warehouses at 60th street, 
New York, or on the Jersey Shore for delivery at New 
York. e 

C. C. McCain, chairman of the Trunk Line Association, 
in a protest against the proposed cancellation of these 
tariffs, called attention to the decision of the Commission 
in Docket 572, when, in discussing the storage charge 
situation at New Orleans, the Commission said: 


“This Commission has repeatedly said that it was not 
part of the duty of a common carrier by rail to furnish 
warehouses for the storage of articles transported, even 
though the convenience of its patrons might so require. 
We have consistently held that carriers might impose 
such charges as would compel the removal of freight 
from their depots and freight sheds. We have in several 
cases sanctioned the imposition of charges like these upon 
an ascending scale.” 


Mr. McCain calls attention to the first period of five 
days’ free time, and claims the periods as arranged in 
the tariffs which have been suspended are liberal enough, 
affording ample time for shippers to dispose of their ship- 
ments and to meet commercial requirements. 


GREAT LAKES TRANSIT COMPANY 


New York, N. Y., Feb. 22.—Organization of the Great 
Lakes Transit Co., to control 85 per cent of the passenger, 
packet freight and grain steamships navigating the great 
lakes, was announced here to-night by Levy Mayer of 
Chicago, general counsel of the company, on behalf of 
W. J. Connors of Buffalo, who was elected chairman of 
the board of directors. 

The company’s fleet will comprise thirty-five vessels, 
with a freight capacity of 150,000 tons. These are steam- 
ers that six railroad companies were compelled to re- 
linquish under the section of the Panama Canal act for- 
bidding rail lines to own competing water routes. 


The capitalization of the company, it was announced, 
will be $20,000,000. Tariffs for through rail and water 
east and west bound traffic will be filed with the Inter- 
state Commerce Commission by April 1. The new rates, 
it was stated, will not differ from those which prevailed 
before lake navigation closed last December. 

The ships purchased by the company include all except 
six of those which have been operated on the lakes by 
the Pennsylvania, New York Central, Erie, Delaware and 
Lackawanna, Lehigh Valley and Rutland railroads. Among 
the fleets acquired was that of the Mutual Transit Co. 
of Buffalo, the stock of which was owned jointly in equal 
amounts by the Lehigh Valley, New York Central, Erie 
and Lackawanna railroads. The first cash payment, sev- 
eral hundred thousand dollars, was made to-day, it was 
said, and the balance will be paid by April 1. The tota) 
purchase price was not announced. 


James Carey Evans, now vice-president and general 
manager of the Anchor Line, will be president of the 
New company. Other officers elected, all residents of 
Buffalo, are: Marvin M. Marcus, vice-president in charge 
of finance; Henry Seymour Noble, vice-president in charge 
of traffic; Edwin T. Douglas, manager in charge of vessel 
operations; Mertin L. White, assistant to the president; 
W. R. Evans, auditor; L. W. Lake, general freight agent, 
F. A. Stanley, assistant general freight agent; Harry D. 
Hosmer, general passenger agent; R. H. Russell, secretary 
and treasurer. Headquarters will be in Buffalo. 


‘ 
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THE TRAFFIC WORLD 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1915, by West Publishing Co.) 


CUSTODY AND CONTROL OF GOODS. 
Conversion: 

(St. Louis Ct. of Apps.) In a shipper’s action for a 
carrier’s conversion of “scrap brass” delivered to it for 
transportation, defended on the ground that plaintiff did 
not own it and that defendant had allowed various rail- 
roads to retake their own property, held to make a prima 
facie showing for plaintiff, and so make the question one 
for the jury.—Cohen et al. vs. St. Louis Merchants’ Bridge 
Terminal Ry. Co., 181 S. W. 1080. 

Delay in Transportation: 

(Sup. Ct. of Ark.) It being doubtful whether a sale 
was complete on delivery of goods to a carrier, or only 
on delivery at destination, and the consignee having re- 
leased the carrier from liability in the consignor’s favo~, 
and authorized settlement with him, the consignor could 
maintain action for delay in  transportation.—United 
States Express Co. vs. Rea et al., 181 S. W. 888. 
Evidence: 

(Sup. Ct. of Ark.) Error in submitting the market 
price, when it should have the contract price, was harm- 
less, the jury having fixed the damages in accordance with 
the sale price.—United States Express Co. vs. Rea et al., 
181 S. W. 888. 

Admission of evidence in an action for delay in trans- 


portation, of settlement of like claims by others for ship- ~ 


ments on the same train, was harmless, the undisputed 
testimony showing negligent délay.—Id. 

(St. Louis Ct. of Appeals, Mo.) A verdict on conflicting 
evidence is conclusive on appeal.—Cohen et al. vs. St. 
Louis Merchants’ Bridge Terminal Ry. Co., 181 S. W. 1089. 


LOSS OF OR INJURY TO GOODS. 


Burden of Proof: 

(St. Louis Ct. of Appeals, Mo.) In an action against a 
carrier to recover the value of scrap brass delivered to 
it for transportation, defended on the ground that plaintiif 
did not own it and that defendant had allowed it to »e 
retaken by the true owners, and on the ground of ordi- 
nances of the city of St. Louis providing that the burden 
of proof should be upon a person conducting a junk shop 
to prove the name and residence of his vendor and re- 
quiring junk dealers to have licenses, the demurrer to so 
much of the answer as set.up the ordinances. was proper, 
as the city could not by ordinance in any wise change 
the rules of evidence, or prescribe any procedure in the 
state courts contrary to the general state laws.—Cohen 
et al. vs. St. Louis Merchants’ Bridge Terminal Ry. Co., 
181 S. W. 1080. 

In such action, plaintiff, who acquiesced in the court’s 
ruling on its demurrer to the answer and in the trial of 
the case on the theory that title in the alleged owners, 
if shown, would constitute a complete defense, could not, 
on appeal, contend that defendant could not justify its 
conversion by showing that the parties to whom it deliv- 
ered it were the true owners.—Id. 

Negligence—Pleading: 

(Ct. of Appeals of Ga.) In an action against a com- 
mon earrier for a failure safely to transport and deliver 
goods committeed to it by a shipper, the carrier having 
received the shipment in good order and delivered it to 


the consignee or the transferee of the consignee in a 
damaged condition, particular acts of negligence need noi 
be alleged, and, if alleged, may be treated as surplusage.— 
Louisville & Nashville R. R. Co. vs. Warfield, 129 Ga. 
473, 59 S. E. 234; Sou. Express Co. vs. Bailey, 7 Ga. App. 
331, 66 S. E. 960; Cent. of Ga. Ry. Co. vs. Stamps & Co., 
87 S. E. 702. 


Sufficiency of Evidence: 


(Sup. Ct. of Minn.) A cast-iron heating boiler shipped 
from St. Paul to Waseca by train, transferred from the 
train by dray and lowered into a basement, and there 
installed, was found, after installation, to be cracked. 
The evidence is that it was sound when shipped, and that 
it was carefully handled after it was taken from the 
train, and, received no jars or jolts, but there is evidence 
that such boilers crack very easily, and there is no posi- 
tive evidence that it was not cracked while so handled. 
The evidence is not conclusive that the damage occurred 
while on the train, and the rule that, when goods are 
delivered to a carrier in good condition and arrive at 
destination in damaged condition a prima facie case of 
liability is made out, does not, as a matter of law, apply. 
—Lewer vs. Minneapolis & St. L. R. Co., 156 N. W. 6. 

The jury might infer from all the evidence that the 
boiler was damaged in handling after it left the train, and 
the case is not one for the application of the rule that 
testimony uncontradicted and unimpeached cannot be 
disregarded.—Id. 


Verdict: 
(Ct. 


There was some evidence to 
support the verdict and, the trial judge having approved 
it, this court will not interfere——Central of Ga. Ry. Co. 
vs. Stamps & Co., 87 S. E. 702. 


of Apps. of Ga.) 


CARRIAGE OF LIVE STOCK. 
Notice of Claim: 


(Sup. Ct. of Ia.) Where a contract of shipment of 
live stock provided that the shipper, after delay or injury, 
as soon as he discovered any loss or injury to the stock, 
should promptly notify some general officer, claim agent 
or station agent of the railroad before the stock was 
mingled with other stock or removed from the place of 
destination, specifically making compliance with such re- 
quirement a condition to recovery, and the shipper, upon 
delay in transit and discovery of injury, failed to give 
notice thereof before bringing his action, nearly 60 days 
after the cattle had been sold by it and passed out of 
its control, such action was barred, the requirement of 
notice to the carrier being reasonable.—Baldwin & Riggs 
vs. Chicago, R. I. & P. Ry. Co., 156 N. W. 17. 

Time to Sue: 


(Sup. Ct. of Ia.) Where a shipper of live stock in 
interstate commerce contracted that he would sue for 
any injuries thereto within six months, and failed to do 
so, his action was barred, the restriction of his right to 
sue being reasonable, since a restriction requiring the 
shipper to sue within, 90 days in cases of the sort has 
been upheld by the Supreme Court of the United States.— 
156 N. W. 17. 
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MEAT RATES DISCUSSED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Argument was heard Feb. 23 in I. and S. 693, in which 
the carriers proposed originally to make various advances 
on meat rates. Before the issues were formally discussed 
the decision of the Commission in I. and S. 603 was 
handed down. The carriers inferred from that that the 
Commission had approved a scale which made the meat 
rates 144 per cent of the live stock rates from C. F. A. 
to Trunk Line territory. Thereupon they changed their 
proposal from the specific rate suspended in I. and S. 
693 to a proposition that all meat rates in C. F. A. should 
be 144 per cent of the live stock rates. 

The discussion proceeded on that line until Ross PD. 
Rynder, for Swift & Co., got on his feet to point out at 
least one flaw in the latest proposal. That flaw is to be 
found, he said, in the fact that the St. Louis-New York 
meat rate is only 138 per cent of the live stock rate. 
That fact appeared to throw out of joint the contention 
of the carriers that the adjustment from C. F. A. to Trunk 
Line, made as a result of the Commission’s decision in 
I. and S. 603, established a relationship by making meat 
rates 144 per cent of the live stock rate. 

E. S. Ballard and T. H. Burgess, for the respondents, 
put forward the suggestion that the Commission in de- 
ciding I. and S. 603 had established such a relationship. 
Commissioner Meyer denied that the Commission had 
done anything of the kind, and attorneys for the packers 
also said that a contention of that kind was an unwar- 
ranted deduction. When Mr. Rynder came forward with 
his figures the packers seemed to have established their 
contention that no such relationship had been, either wit- 
tingly or unwittingly, prescribed by the Commission. ~ 


Luther Walter, for Morris & Co. and the Sulzberger & 
Sons Co., not only denied the accuracy of the carriers’ 
deductions from the decision of the Commission in I. and 
S. 603, but said that the Commission had no jurisdiction 
to pass on what he thought the nebulous proposal of the 
railroads to establish a relationship. He said it was the 
duty of the carriers to file tariffs setting forth, in figures, 
the rates they propose to charge the shipping public. 

H. K. Crafts, speaking for Armour & Co., said that 
rates now in effect afford the carriers a generous return 
on the ton-mile basis. Assuming, for the sake of the 
argument, that the Commission had established a rela- 
tionship of 144 per cent, he applied the formula to a 
number of rates in existence and produced figures which, 
he said, would give a per ton-mile revenue away above 
what is usually considered a reasonable return. 


Walter E. McCornack, for packers in Iowa who special- 
ize on hog slaughter, vigorously objected to an increas2 
of the proportional the Iowans would have to pay for the 
part of the haul east of the Mississippi River. At present 
they pay 33.6 cents from Mississippi River crossings to 
Buffalo. Packing establishments on the Missouri River 
pay for that same haul only 33.4 cents. As he contendea, 
the Iowans now pay two-tenths of a cent more than Mis- 
souri River packing establishments for identically the 
same service. The proposal of the carriers is to increase 
the proportion for the Iowans so that their disadvantage 
in comparison with the Missouri River packers will he 
2% cents per hundred. Mr. McCornack not only ob 
jected to the increase, but insisted that his clients were 
entitled to use the same rate that is open to the Missouri 


River packers. 
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H. E. Kelley appeared for the Cudahy Packing Co., 
which is interested in keeping down the rates from the Mis- 
souri River, so that his clients may compete with pac!.- 
ers east of that point who are interested in having low 
rates on live stock to their slaughter houses. 

W. W. Collin summarized the arguments for -the ca: 
riers. Their fundamental proposition is that rates in 
C. F, A. territory are a good imitation of original chaos: 
that they had endeavored when they filed the tariffs in 
I. and S. 693 to achieve two objects—an increase in the 
revenues and the ironing out of the inequalities. Before 
the Commisison could pass on this case it established 
what the railroaas deemed to be a proper relationship 
between the rates on live stock and meat products for 
transportation from points in C. F. A. to Trunk Line 
territory. They accepted the work of the Commission and 
desire to have the relationship established in I. and S. 
603 put into effect in Central Freight Association territory. 


. 


NEW YORK LIGHTERAGE QUESTION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A number of New Jersey communities lying across the 
Hudson from New York, having retained George L. Record, 
are believed to be on the point of raising another big rate 
question. They think they should not be required to pay 
as high rates on traffic from the South and West as New 
York pays, because they do not need and do not receive 
the lighterage service for which the railroads make an 
allowance of three cents when the service is performed by 
a New York shipper. For rate-paying purposes, they think, 
the railroads treat them as being on Manhattan Island on 
traffic from the South and West. On traffic from the East 
they are in New Jersey. 

The: New Jersey communities intervened in the New 
York Lighterage case, but the Commission, in disposing 
of that matter, advised them to file a formal complaint. 
They thought they should have the case reopened, but the 
Commission, in its decision, was emphatic on that point. 
The question in the lighterage case was as to whether 
the carriers were getting as much as they should for their 
services to Manhattan Island—not whether it was just that 
New Jersey towns west of the Hudson should pay rates as 
high as the New Yorkers who cannot be served except by 
lighter, if they desire to ship via trunk lines, the rails of 
which do not reach Manhattan Island. 

The attack on the New York group rate, it is suggested, 
is easier, because, in many instances, the carriers have 
segregated the lighterage charge. They did that when they 
quit delivering watermelons and onions on Manhattan 
Island. They now allow three cents for lighterage or dray- 
age when the shipper performs the service for himself. In 
other ways they have shown that the lighterage charge 
is not an integral but a separable charge for a service that 
is not rendered for the Jersey communities. But, it is 
asked if the Jersey towns get less than the New York rate, 
why should not other points near big cities receive con- 
cessions, based on the assumption that the terminal serv- 
ices they receive are less expensive than the services ren- 
dered the shippers in the large cities? 

All the reasons that have been used in defending group 
rates, it is suspected, will have to be marshalled by the 
parties to the prospective controversy. 





Order of Commission in case 7808—Standard Paint Co. 
vs. Sou. Pac. et al., of December 21, to become effective 
March 1, has been modified to become effective May 1. 
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THE TRAFFIC WORLD 


Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 


REGULATION OF COMMON CARRIERS. 
Charges: 

(Sup. Ct., App. Div., Third Dept., Jan. 18, 1916.) Under 
the provision of Public Service Commission Law 49, as 
amended in 1910, and by laws 1911, c. 546, empowering 
either commission to determine the maximum rates for 
reduced-fare tickets by certain carriers, where that charge- 
able by them is not reasonably compensatory, and the 
provisions of section 33, subd. 4, that no provision of 
law shall be deemed to limit the commission’s power to 
prescribe maximum commutation and mileage ticket fares, 
the Public Service Commission has power to increase 
the maximum rates for mileage books over the 2-cent 
maximum prescribed by Railroad Law 60.—People ex-rel. 
Ulster & D. R. Co. vs. Public Service Commission State 
of New York, Second District, 156 N. Y. Sup 1066. 

The provision of the first paragraph of Public Service 
Commission Law 49, empowering the commission to fix 
maximum rates generally “notwithstanding that a higher 
rate, fare or charge has been heretofore authorized by 
statute,’ does not affect the commission’s power to 4x 
maximum rates for mileage books in excess of the maxi- 
mum fixed by Railroad Law 60, since such provision ap- 
plies only to the rates mentioned in such first paragraph. 
—lId. 


The effect of such statutes is not to empower the com- 
mission to raise or lower maximum rates within the 
statutory limit only, since such construction would leave 
the acts as they were before amendment, and would 
ignore the word “maximum” in Public Service Commis- 
sion Law 49, empowering the commission to fix maximuin 
rates where the maximum chargeable is not compensatory, 
which power section 33 declares shall not be deemed 
limited by any other provision of law.—lId. 

Contracts: 


(Sup. Ct. of the United States.) There is nothing in 
the prohibition of the Hepburn act of June 29, 1906 (34 
Stat. at L. 587, chap. 3591, Comp. Stat. 1903, 8569), 2, 
against charging, collecting or receiving a greater or 
less or different compensation for transportation than 
that specified in the carrier’s published rates, which pre- 
vents or relieves the carrier from making just compensa- 
tion in money for the unpaid balance of the purchase price 
of a map made for it, because the delivery of the par- 
ticular consideration stipulated for in the contract, viz., 
free transportation, became unlawful upon the passage of 
that statute—New York Central & Hudson River R. R. 
Co., plff. in err., vs. Charles P. Gray, 36 Sup. Ct. Rep. 176. 
Duty to Furnish Cars: 

(Springfield Ct. of Apps., Mo.) Rev. St. 1909, 3108, pro- 
vides that every railroad, upon the written application 
of any shipper, must furnish cars, and that for failure 
to do so the company shall pay the shipper $1 a day for 
each car. Section 3116 declares that section 3108 is a 
supplemental law, not intended to repeal, modify, or affect 
any law concerning the shipment of freight, or any other 
law concerning common carriers, unless in direct conflict 
therewith. Shippers made verbal demand for cars upon 


defendant railroad, which were not furnished, and sued. 
Held, that they could recover for breach of the road’s 
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common law duty to furnish cars, since section 3116 kept 
alive their common-law right of action in the absence of 
direct conflict in section 3108 with the common law, 
which was not the case, as such section merely prescribes, 
in addition to the common-law measure of damages, a 
penalty for failure to furnish cars when the application 
therefor has been in writing.—Raper et al. vs. Lusk et al, 
181 S. W. 1032. 

Interstate Commerce: 

(Sup. Ct. of Texas.) Although a railroad corporation 
has the power only to operate its trains within one state, 
where it by contract operates the trains of another rail- 
road which originate outside the state, the operation of 
such trains is “interstate commerce.”—Mo., K. & T. Ry. 
Co. of Tex. vs. State, 181 S. W. 721. 

Powers of Congress: 

(Sup. Ct. of Iowa.) Interstate shipments of live stock 
are not governed by the laws of the state; but by the 
acts of Congress and the decisions of the Supreme Court 
of the United States.—Baldwin & Riggs vs. Chicago, R. I. 
& P. Ry. Co., 166 N.-W. 17. 

(Sup. Ct. of Texas.) Although Congress has the power 
to regulate commerce among the several states, there are 
certain duties the performance of which by common car- 
riers ‘the state may impose under its police power, not- 
withstanding such carriers engage in interstate commerce, 
the states not having surrendered that power to the 
federal government.—Mo., K. & T. Ry. Co. of Texas vs. 
State, 181 S. W. 721. 

State Regulations: 

(Sup. Ct. of Texas.) The state is not prohibited abso- 
lutely from regulating interstate commerce, but its powers 
are restricted only where Congress has exercised its 
power of regulation—Mo., K. & T. Ry. Co. of Texas vs. 
State, 181 S. W. 721. 


A state enactment may be valid, though it incidentally 
affects interstate commerce, as where the enactment is an 
aid to such commerce instead of a burden or interference 
with it.—Id. 

There being no legislation of Congress on the subject, 
it is within the power of a state and of the state railroad 
commission thereof to require that trains, though they be 
of interstate character, be moved from termini and junc- 
tion points not more than 30 minutes behind the regular 
schedule, and on such schedule, at all other stations, 
since, in so far as that requirement affects interstate 
commerce, it is in aid thereof, it being within the power 
of the state, in the absence of action by Congress, to 
exercise its police power in promoting the safe carriage 
of passengers on interstate trains.—Id. 

Statutory Provisions: 

(Sup. Ct., App. Div., Third Dept., Jan. 18, 1916.) The 
Public Service Commission Law (Consol. Laws, ec. 48) 
and the Railroad Law (Consol. Laws, c. 49) having both 
been amended by the legislature of 1910 in such manner 
as to disclose the legislative intention to harmonize the 
acts and render them consistent, it is the duty of the 
courts to construe such acts as though they were one 
statute, giving, if possible, the provisions of each such 
construction as will give some appropriate meaning and 
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effect to every part of both, and not render nugatory or 
repealing any portion of either, keeping always in view 
the spirit and policy of the legislature in making the 
enactments.—People ex rel. Ulster & D. R. Co. vs. Public 
Service Commission of State of New York, Second District, 
156 N. Y. Sup. 1065. 


THE EIGHT-HOUR DAY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 





Although there is no way in which the Commission can 
become involved in the dispute between the railroads and 
the four brotherhoods growing out of the demand for the 
so-called eight-hour day, the commissioners are intensely 
interested in the matter. It is taken for granted that any 
increase in the cost of operation brought about by an in- 
crease in the rate of pay will be at once reflected in a 
demand for higher rates on transportation. 

Under the decision of the Commission in the Five Per 
Cent case, shippers who may protest against advances 
based on the fact that wages of trainmen have been in- 
creased, will be met at the start by the Brandeis conclu- 
sion, adopted by the Commission, that revenues were not 
adequate, even when the good returns for 1913 were in- 
cluded, to maintain the railroads in an efficient state of 
preparedness to perform their work. 

The railroads, in literature which is being placed in the 
hands of the commissioners, dwell on the fact that while 
the demand is said to be for an eight-hour day, there is no 
suggestion in one of them that the trainmen desire the 
privilege of quitting when eight hours have expired. All 
they ask is that for every minute they work in any twenty- 
four, they be paid at the rate of 150 per cent of their rate of 
pay for the first eight hours. They do not even suggest 
that in'yard service, in which an eight-hour day would be 
physically possible, such a rule be established. 

The literature points out that the purpose of penalty 
rates for work in excess of the standard adopted for a 
day’s work is to eliminate excess time and that that is the 
effect. In railroad service, it is pointed out, a train crew 
gets paid for a whole day no matter how few minutes it 
works. Therefore when it is known that a freight train 
cannot get from one terminal to another in eight hours, it 
is no economy for the company to send out another crew to 
bring in that train. To send out the crew would require it 
to be paid for the short haul to the terminal, for the entire 
day. 

The only way for a company to have trains operated with- 
out incurring the penalty of time and a half for overtime 
would be for it to shorten the distance between terminals, 
or to require a relief crew to be at a certain point between 
terminals to carry the train forward. That, however, would 
not be practical because the rules provide that employes 
shall be paid for all the time required between terminals. 
In other words, the relieved crew in such a case would get 
time and a half for riding to the terminal on the train from 
the operation of which its members had been relieved and 
the crew in charge would also have to be paid for a whole 
day to bring the train in, even if that took only two hours. 

Shortening operating divisions might effect a saving, but 
any move toward anything of that kind would cause anguish 
to the older employes who may have bought homes at divi- 
sion points, not to mention the ruin that would come to the 
owners of property at division points. It would be possible, 
for illustration, for the Pennsylvania company to oper- 
ate its trains within the eight-hour day, if it cared to move 
the western terminus of its Alliance-Crestline division from 
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Crestline to Mansfield, twelve miles east. In the same way 
the Erie might shorten its Galion-Kent division by moving 
the Galion end to Mansfield. But such a change would 
force the abandonment of much property at Crestline and 
Galion and millions of loss to property owners at the divi- 
sion points, without possibly any compensating advantage 
to either the Erie or Pennsylvania. 


SHIPPERS WANT THE BOATS 


New York, N. Y., Feb. 19.—At the hearing in New York 
before Commissioner Clements on the petition of the New 
York, New Haven & Hartford Railroad Co. for permission 
to continue to operate its Sound lines of steamers on 
the ground that the continued ownership and operation 
would be in the interest of the public, it was decided 
by the Commission, in response to requests from indus- 
trial bodies and shippers in New England, to hold hear- 
ings at the rooms of the Chamber of Commerce in Boston 
on Wednesday, February 23, and at Providence, R. I., on 
a date to be determined later. 

At the hearings in New York the railroad company 
has been presenting its evidence in support of its peti- 
tion. The hearings in Boston and Providence were ar- 
ranged for the convenience of the New England public. 

The Commission has recéived many petitions from 
various chambers of commerce and boards of trade, which 
have adopted resolutions in opposition to the proposed 
separation of the New Haven road and its Sound Line 
steamboats, and also letters of protest from many large 
shippers of New England. 

Many of these bodies and business concerns will be 
represented by counsel, among whom are W. F. Garcelon, 
representing about 150 cotton mills of New England; 
W. H. Chandler, traffic manager, the Boston Chamber of 
Commerce, and Messrs. Waterman and Greenlaw, repre- 
senting the Providence Chamber of Commerce and the 
business interests of Rhode Island. 

An informal ruling adopted by the Public Utilities Com- 
mission of Connecticut was presented to the Interstate 
Commerce Commission at the hearing in New York by 
Commissioner J. H. Hale, who also gave his personal 
testimony regarding the attitude of the shippers of Con- 
necticut. The rule follows: 

“The Public Utilities Commission of the State of Con- 
necticut, having made an informal personal investigation 
and interviewed a large number of Connecticut shippers 
interested, is of opinion that it would be unwise at this 
time to take from the New York, New Haven & Hartford 
Railroad Co. its present control and operation of the 
Sound Lines steamship transportation. 

“Therefore, voted that this commission, by one or more 
of its members, appear before the Interstate Commerce 
Commission at its hearing and urge against such sep- 
aration as being detrimental to the public interests and 
particularly the shippers’ interests.” 

In addition to Commissioner Hale, Commissioner Elweil 
also appeared at the hearing in behalf of the New Haven’s 


petition. 


Charles S. Keene, traffic manager of the American To- 
bacco Co., testified in behalf of the petition of the New 
Haven Railroad and characterized the service provided 
by the New Haven Railroad and the New England Steam- 
ship Co. as the best rail-and-water service in the country. 


The Cairo Association of. Commerce has been allowed to 
intervene in case 8529, Lamb-Fish Lumber Co. et al. vs. 
Y. & M. V. et al. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
Generai Counsel, The Traffic Service Bureau, 






JUTOULELOLAEOUAOENONOTOLUEEEELATUEAUN 


in this department we shalli answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
a cee, answers to their Inquiries by the payment of a 
small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C 





Leakage Through Defective Grain Doors. 

Colorado.—Question: ‘Recently the Union Pacific Rail- 
road has declined to pay claims for loss of grain caused 
by leaks through grain doors, claiming that any leak 
from that cause is due to negligence on the part of the 
shipper in not properly placing the grain doors. Will 
you kindly advise, through the columns of The Traffic 
World, whether any court decisions have been made on 
this subject?” 

Answer: A carrier cannot escape responsibility for 
his failure to provide cars reasonably fit for the trans- 
portation of the particular class of goods which he under- 
takes to carry, and any defect therein will make him 
answerable to his comomn-law liability for the safety of 
the goods except when the loss may occur from the act 
of God, the public enemy, the negligence of the shipper 
or the inherent nature of the goods. 

Section 1 of the Act to regulate commerce expressly 
authorizes and empowers the Interstate Commerce Com- 
mission to take cognizance of the adequacy or inadequacy 
of the facilities of transportation by the carriers, and the 
Commission has frequently held that it is the duty of 
carriers to furnish cars suitable to transport in safety traf- 
fic which they hold themselves out to carry. But it also 
holds that in case special preparation is required to make 
a car fit for the shipment of a particular commodity, the 
task of special preparation usually devolves upon the 
shipper. This for the reason that if the carrier has 
provided a car suitable for the shipment, and dunnage or 
other protection is required because of the nature of the 
freight, the duty of providing that protection ordinarily 
rests upon the shipper. In the very nature of things the 
shipper who loads the car can prepare it for loading ‘o 
better advantage than can anyone else. As was expressly 
stated by the Commission in the case of Farmers’ Co- 
operative Association vs. C., B. & Q. Ry. Co., 34 I. C. C., 
65 (see Traffic World of May 29, 1915, page 1185), “ever 
since grain has been shipped in bulk shippers have been 
required to place the grain doors. We are of the opinion 
that such a requirement is not unreasonable. It is an 
incident of loading and should properly be performed by 
the shipper.” 

Where, therefore, the loss arises from the fault or nez- 
ligence of the shipper, and the carrier has not been guilty 
of some negligent act or omission, without which the loss 
could not have occurred, the courts have uniformly held 
that the loss must be borne by the owner himself. See 
Hutchinson on Carriers, 3d ed., Vol. 1, section 328. Also 
Rock Milling & Elevator Co. vs. A., T. & S. F. Ry. Co., 
154 Pac. 254. F 

* * * 

Shipments Delivered Prior to Cummins Amendment. 

Michigan.—Question: “On Jan. 19, 1915, a certain firm 
located on our railroad made an interstate shipment of 
a carload of refrigerators, the delivery being effected on 
February 3, which, it is alleged, were damaged in transit 
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account of rough handling, claim for which was not pre- 
sented in writing until after the expiration of four months 
from the date of delivery, as required by paragraph 2, 
section 3, of the uniform bill of lading. The claimants 
assert that section 20 of the Carmack amendment to the 
Hepburn act of June 29, 1906, becoming effective on June 
2, 1915 (which was one day prior to the four months’ 
limit permitting the filing of a claim for damage under 
the clause of the uniform bill of lading referred to), 
would permit the adjustment of such a claim by the car- 
riers. I would thank you for an expression of your view 
in this connection, upon which our legal department has 
already ruled. 


Answer: At the time when the shipment in question 
was received by the initial carrier, as well as at the 
time when it was delivered to the consignee, the ship- 
ment was governed by section 3, paragraph 3, of the 
uniform bill of lading, which provides that claims for 
damages must be made in writing within four months 
after delivery of the property. The Cummins amendment, 
which did not become effective until June 2, 1915, is in 
no wise retroactive. Neither is it a separate statute, 
it is merely an amendment to the act. It must, there- 
fore, be construed as a part of, and in connection with, 
other portions of the act, and in such a way as to give 
effect to the whole statute, as was said by the Commis- 
sion, In re the Cummins Amendment, 33 I. C. C., 682 (see 
Traffic World, May 22, 1915, page 1118), “there does not 
seem to be any indication of legislative intent to change 
any provision of the act other than that part known us 
the Carmack amendment. The new amendment should, 
if possible, be so construed as to give full force to its 
clear purpose, without impairing the effect of any other 
provision of the act.” 


Now, the Cummins amendment not only does not gov- 
ern shipments which were transported and delivered 
prior -to its effective date, but it as well does not forbid 
the carrier from fixing periods of time at which notices 
of claims must be given relative to shipments that are 
transported and delivered after June 2, 1915. To the 
contrary, it expressly provides “that it shall be unlawful 
for any such common carrier to provide by rule, contract, 
regulation or otherwise a shorter period for giving notice 
of claims than 90 days and for the filing of claims for 
a shorter period than four months,” etc. The Commis- 
sion, in passing upon this provision, said “the law does 
not indicate the time or date from which these several 
periods of time shall be computed; that is, whether from 
the date of delivery by the carrier of the damaged prop- 
erty, or,.in case of loss, after a reasonable time for de- 
livery has elapsed, from the date shown on the bill of 
lading, or from the occurrence of a loss or of the dam- 
age * * *, It will be necessary for the carriers to de- 
termine what periods of time they will fix for the giving 
notice of claims, the filing of claims and the institution 
of suits. The dates or times from which such periods 
shall run should also be fixed in the rules.” 


Inasmuch as the Cummins amendment relates to shiv- 
ments that moved since June 2, 1915, and inasmuch as 
in claims prior to that date the Commission helc, Ir 
the Matter of Bills of Lading, 29 I. C. C., 417 (see Tiaffiz 
World, Feb. 28, 1914, page 413), that carriers must deal 
with all claims under section 3, paragraph 3, of the 
uniform bill of lading, upon their merits in good faith, and 
without discrimination as to the period of time within 
which such claims shall be presented, it is our opinion 
that a payment of the claim in question would not be legal. 
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Taxation by States of Interstate Commerce. 

New York.—Question: “We are interested in your re- 
ply to ‘Massachusetts’ on page 276 of The Traffic World 
of January 29, regarding the toll levied by the state of 
California on shipments reaching there via Panama Canal. 
We have a storage arrangement at San Francisco from 
which we take care of all our Pacific coast business, in- 
cluding Nevada, Arizona and Utah. Our products are 
shipped from here in carloads usually via Panama Canai, 
and the steamship company in rendering us bills for 
prepaid charges has always included a charge of from 
$1 to $2 per car for state toll, which we have paid witk- 
out protest, as we supposed it was necessary, but from 
your answer to ‘Massachusetts,’ as quoted above, we 
now understand that it is illegal and that the state of 
California has no legal right to levy a tax against these 
goods. If this is so, we do not believe that the city of 
San Francisco has a legal right to levy a tax against the 
goods which we there have in storage, as they do an- 
nually, based on the value of the products there stored 
on January 1. 

“Are not the goods which we have in storage in Cali- 
fornia also interstate commerce in itself, as they are 
shipped from the state of New York to the state of Cah 
fornia; held in storage there for a few weeks or perhaps 
a few months, and the greater quantity then reshipped to 
other states? We would thank you to advise through 
The Traffic World your opinion as to the state of Cali- 
fornia or the city of San Francisco to levy this tax, which 
they are doing, and if the Interstate Commerce Commis- 
sion would be the proper tribunal with which to take 
the matter up.” 

Answer: “A state cannot tax the privilege of carrying 
on commerce among the states. Neither can it tax prop- 
erty outside of its jurisdiction, belonging to persons 
domiciled elsewhere. On the other hand, it can tax prop- 
erty permanently within its jurisdiction, although belonz- 
ing to persons domiciled elsewhere and used in commerce 
among the states.” So held the U. S. Supreme Court 
in the case of Fargo vs. Hart, 193 U. S. 490. This im- 
munity of interstate commerce does ‘not prevent a state 
from imposing ordinary property taxes upon property hav- 
ing a situs within its territory, and thus coming under 
the jurisdiction of the state, even though employed :n 
interstate commerce. Atlantic & Pacific Telegraph Co. vs. 
City of Philadelphia, 190 U. S. 160. In so doing, the state 
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simply says that, if anybody wants to do a local business 
they must pay a certain sum of money for it. 

In the shipments in question the tax levied by Calli- 
fornia acts upon them through local instruments to be 
employed after coming within the state, and not directly 


upon shipments as they come into the state from without 


or go out from within. Such a tax is not unconstitutionel. 
The interstate character of the shipments in question is 
lost after they come into the state of California, and 
are held in storage for future disposition, because the 
original contract for interstate carriage has been com- 
pleted by delivery of the shipments for storage in San 
Francisco, and whatever future delivery is made must be 
under a new contract controlling. the commerce while 
engaged within the state. It is well settled that a state, 
in the exercise of its reserved powers, may prescribe the 
terms on which a foreign corporation, whatever the nature 
of its business, may enter and do business within its 
limits. 
+ * ¥ 


Order Consignment Destroyed in Transit by Lightning. 


Missouri.—Question: “A shipment forwarded shipper’s 
order, sight draft attached to bill of lading, sold f. o. b. 
shipping point, destroyed in transit by an act of Provi- 
dence (such as a car being struck by lightning and con- 
tents of car demolished by fire resulting from the stroke 
of lightning), who is to stand the loss of the shipment? 
Is the consignee liable or the shipper? We understand 
under the uniform bill of lading the carrier is absolved 
from liability.” 

Answer: Section 1 of the uniform bill of lading ex- 
empts the carrier from liability for loss or damage to 
property in its care for transportation caused by the act 
of God, and the law generally allows a carrier to protect 
itself by contract against liability for losses occurring 
from such a cause, and includes lightning as one of the 
elements coming within the meaning of that phrase. 

As a delivery of goods consigned to a certain party on 
shipper’s order, with draft attached, is not to be made 
until the bill of lading is properly indorsed and sur- 
rendered to the carrier at destination point, and as the 
title to goods so ‘consigned does not pass to the con- 
signor until acceptance of the same by the consignee, the 
latter would not be liable for the value of the goods 
destroyed in transit by lightning. 











Docket of the Commission 


Note.—iItems in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last Issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 

Peprun 28—Philadelphia, Pa.—Examiner La Roe: 
a37 39—Rates on cotton piece goods from New England 

* Gain 
February 28—Atlanta, Ga.—Examiner Satterfield: 

4844—in re bilis of lading. 
February 28—Kansas City, Mo.—Examiner Mackley : 
i. & S. 732—Rates on lumber from Louisiana points 

. & S. 742—Rates on Missouri soft coal. 
eho 28—Pittsburgh, Pa.—Examiner Burnside: 

8251—W. Harry Brown vs. Vandalia R. R. Co. et al. 

8506—Duquesne Coal & Coke Co. vs. Wabash-Pittsburgh Ter- 
minal et al. 

February 29—Pittsburgh, Pa.—Examiner Burnside: 
3406—Jones & Laughlin Steel Co. vs. P. & L. E. R. R. Co. 

et al. 

March 4—Tallahassee, Fla.—Examiner Satterfield: 

8387—Railroad Commissioners of the State of Florida vs. L. 

& N. R. R. et al. 
es yr 4—Wheeling, Va.—Examiner Mackley: 


& S. Veh Kentucky and Tennessee clay. 
|. & S. 757—Rates on clay from Florida. 


March 6—Tampa, Fla.—Examiner Satterfield: 
Fourth Section Applications Nos. 703 and 1573. 
March 6—Ada, Okla.—Examiner Marshall: 
1. & S. 785—Cement to Texas points. 
March 6—Washington, D. C.—Examiner Disque: 
8255—New Orleans Traffic Bureau vs. Ala. & Miss. Ry. Co 


et, al. 

oe Freight Bureau vs. Ala. & West Point R. R. 
o. et al. 

8328—Freight Bureau Chamber of Commerce of Macon vs 
Clyde S. S. et al. 


oT. 6—New York, N. Y.—Examiner Gerry: 
. & S. 794—New York storage (No. 2). 


March 7—New York, N. Y.—Examiner Gerry: 
7664—Palmer Lime and Cement Co. vs. P. RK. R. Co. et al. 
7763—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
7815—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
7867—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
March 7—Washington, D. C.—Examiner Mackley 
——aee Lumber Co. et al. vs. ‘Atlantic Coast Line 
et a 
ae cir 8—Oklahoma City, Okla.—Examiner Marshall: 
& S. 777—Export grain to gulf ports. 
C & Ss. 779—Pacific coast southwest lumber. 
March 8—Argument at Washington, D. C.: 
8353—Madison Board of Commierce et al. vs. C. & N. W. et al. 
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March 9—Oklahoma City, Okla.—Examiner Marshall: 
8216—Texas Cement Plaster Co. vs. A. T. & S. F. Ry. et al. 
March 9—Argument at Washington, D. C:: 
a ~% Crouch Grain Co. et al. vs. A. T. & S. F. R. R. 
0. eta 
8238—Hale-Halsell Grocer Co. vs. M. K. & T. et al. 
6942—Consolidation Coal Co. et al. vs. B. & O. et al. 


March 10—Mystic, Conn.—Examiner Gerry: 
a ac M. Edmond vs. Groton & Stonington St. Ry. Co. 
et al. 


March 10—Argument at Washington, D. C.: 
8345—Lott B. Malone vs. N. Y. Telephone Co. et ? . 
8354—Kahsas City Millers’ Club et al. vs. A. T. & S. et al. 
oT a aoe & Arkansas Lumber Co. et al. vs. St. oe 3 
3 . eta 


a 1i—Argument at Washington, D. C.: 
& S. 714—Iron and steel rates to Colorado points. 
$940--Vulean Iron Works Co. vs. A. T. & S. F. et al. 
l. & S. 723—Cotton concentration at Weleetka, Okla. 


March 13—Hutchinson, Kan.—Examiner Marshall: 
8271—Hutchinson Traffic Bureau vs. A. T €@2S. BF Ry. ot. al 
8272—Hutchinson Traffic Bureau vs. C. R. I. & P. Ry. Co. et al. 


March 13—Seattle, Wash.—Examiner Watkins: 
8571—Public Service Commission of Washington vs. Ala. & 
Vicks. Ry. et al. 
8140—Transportation Bureau of the New Seattle Chamber of 
March 13—Buffalo, N. Y.—Examiner Gerry: 
Commerce vs. Gt. Nor. Ry. Co. et al. 
1. & S. 761—Grain transit rules at Buffalo, N. Y. 


March 13—Baltimore, Md.—Examiner Gibson: 
a & Seamans Isumber Co. vs. B. & O. KR. R. Co. 
et al. 
8298—P. Dougherty Co. vs. B. & O. R. R. Co. et al. 
March 13—Norfolk, Va.—Examiner Fleming: 
* er ee ey Carolina Pine Assn. vs. Norfolk & Western Ry. 
o. et al. 


March 13—Lincoln, Neb.—Examiner Money: 
* 8559—Lawlor Cycle Co. vs. Chicago, Milwaukee & St. Paul Ry. 
Co. et al. 

March 14—Philadelphia, Pa.—Examiner Gibson: 
8464—Philadelphia Screen Mfg. Co. vs. P. R. R. Co. et al. 
8574—Atlantic Refining Co. vs. P. R. R. Co. 
8588—Wistar, Underhill & Nixon vs. C. & O. Ry. Co. et al. 


March 14—Memphis, Tenn.—Examiner Mackley: 
1. & S. 775—Rates on lumber to the northwest. 
|, & S. 745—Southeastern lumber. 


March 14—Omaha, Neb.—Examiner Money: 

* 5781—Geo. H. Lee Co. vs. C. R. I. & P. Ry. Co. et al. (As- 
signed for further hearing.) 

* 8403—Chas. C. Keeley vs. C. Gt. West. R. R. Co. et al. 

* 8437—Wylie & Moorehouse vs. C. B. & Q. R. R. Co. et al. 


March 15—Topeka, Kan.—Examiner Marshall: 
ee ee Seed House and Elevator vs. Union Pacific 
. R. Co. 
8597—M. W. Cardwell vs. C. R. I. & P. Ry. Co. 
ae, ee Car-Lot Egg Shippers’ Assn. vs. B. & O. R. R. 
o. et al. 


March 15—Durham, N. C.—Examiner Fleming: 
* 8497—J. S. Bradsher et al. vs. Southern Ky. Co. et al. 
March 15—Grand Rapids, Mich.—Examiner Gerry: 
8480—Macey Co. et al. vs. Pere Marquette R. R. Co. 
or 3" ene -St. Louis Sugar Co. vs. Ill. Cent. R. R. Co. 
et al. 
March 15—Philadelphia, Pa.—Examiner Gibson: 
8305—Virginia Pine Lumber Co. vs. N. Y. P. & N. R. BR. Co. 
et al. 
8577—John A. Cranston Lumber Co. vs. Sou. Ry. Co. et al. 
March 16—Greensboro, N. C.—Examiner Fleming: 
* 8450—Lexington Mirror Co. vs. Southern Ry. Co. et al. 
* $3557—Newport Lumber Co. vs. Atlantic & Western R. R. Co. 
et al. 


March 16—Portland, Cre.—Examiner Watkins: 
8373—Eastern and Western Lumber Co. et al. vs. Ore.-Wash. 
R. R. & Nav. Co: et al. 
8456—Astoria Box Co. et al. vs. Spokane, P. & S. Ry. Co. et al. 


March 16—Sioux City, Ia.—Examiner Money: 
* 8442—Haley-Keeley Company vs. C. B. & Q. R. R. Co. et al. 


March 17—Memphis, Tenn.—Examiner Mackley: 
ar ay td Cured Lumber Co. et al. - & M. V.-R. R. 
Oo. eta 
Se” -Fish Lumber Co. et al. vs. Y. & M. V. R. R. 
o. et 
re 9 E. Stark & Co. et al. vs. Illinois Central R. R. 
o. et al. 


March 17—Grand Rapids, Mich.—Examiner Gerry: 
8247—Cadillac Lumber Exchange vs. Ann Arbor R. R. et al 
8329—Cadillac Lumber Exchange vs. Ann Arbor R. R. et al. 


March 17—New York, N. Y.—Examiner Gibson: 
1, & S. 747—Rates on fish to New York, N. Y. 
|. & S. 768—Rates on lath yarn from Auburn, N. Y. 


March 18—Kansas City, Mo.—Examiner Marshall: 
|. & S. 772—Molasses from Texas and Louisiana points. 
Maree 18—New York, N. Y.—Examiner Gibson: 
& S. 771—Rate on tank iron and steel to Baton Rouge, La. 
. 18—Beaufort, S. C—Examiner Fleming, at 9 a. m. 
* 8020—Long, & Bellamy Bros. Co. vs. Charleston & Western 
Carolina Ry. Co. et al. 
March 18—Clinton, Ia.—Examiner Money: 
* 8398—E. Heend vs. C. & N. W. Ry. Co. et al. 
March 20—New York, N. Y.—Examiner Gibson: 
8111—International Salt Co. of New York vs. Seaboard Air 
Line Ry. et al. 
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8422—-Trexler Lumber Co. vs. Sou. Ry. Co. et o: 
8425—International Paper Co. vs. Me. Cent. = 
8547—Jnternational Paper Co. vs. Me. Cent. 
March 20—Columbus, Ga.—Examiner HT enrotg 
* 6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 
* ar tr Hardware Co. vs. Detroit & Cleveland Nav. Co. 
et a 


March 20—Dubuque, Ia.—Examiner Money: 
* 1, & S. 764—Lumber to Montana points. 


March 21—New York, N. Y.—Examiner Gibson: 
8334—Barrett Mfg. Co. vs. A. rs & S. F. Ry. Co. et al. 
8385—Sidney W. May vs. N. Central R. R. Co. et al. 
8412—Continental Paper Bag Re vs. L. e N. R. R. Co. et al. 
8521—Central Foundry Co. vs. Sou. Ry. Co. et al. 


March 22—Phoenix, Ariz.—Examiner Watkins: 
4981—Pacific Creamery Co. vs. Sou. Pac. Co. et al. 
§422—Arizona Corporation Commission vs. A, T. & S. F. Ry. 
Co. et al. 
March 22—New York, N. Y.—Examiner Gibson: 
7416—American Radiator Co. vs. L. V. R. R. Co. 
8540—Carlowitz & Co. vs. Can. Pac. Ry. Co. et al. 
8583—L. E. Ransom Co. vs. N. Y. N. H. & H. R. R. Co. et al. 
8604—Sanders & Barnett vs. L. V. RK. R. Co. 
March 22—Chicago, Ill.—Examiner Money: 
* 4944—-Lang & Ouberson et al. vs. Ill. Cent. R. R. Co. et al. 
* 8396—Junta Melon and Produce Co. vs. A. T. & S. F. Ry. 
et al. 
* 8420—Chicago Creosoting Co. vs. C. & E. I R. R. Co, et al. 
March 23—Phoenix, Ariz.—Examiner Watkins: : 
8394—Imperial Valley Oil and Cotton Co. vs, Gulf, Coloradu 
& Santa Fe Ry. Co. et al. 
840s—J. J. Tatum vs. A. T. & S. F. Ry. Co. et al. 


March 23—Chicago, [ll.—Examiner Money: 

* 8438—Pulp and Paper Mfg. Assn. vs. Duluth & Nor. Minn. 
Ry. Co. 

* 8443—Condon Bros. vs. C. & N. W. Ry. Co. et al. 

* 8446—Parlin & Orendorff Co. vs. Sou. Pac. Co. et al. 

* 8462—Armour Grain Co. vs. Mich. Cent. R. R. Co. et al. 

March 24—Hartford, Conn.—Examiner Brown: 

* 8549—J. B. Williams Co. vs. Hartford & New York Trans- 
portation Co, et al. 


DIGEST OF NEW COMPLAINTS 


No. 8503, Sub. No. 4. Hogan & West, Spokane, vs. Great 
Northern et al. 

Ask for reparation on a car of pine from Springston, Idaho, 
to Antelope, Mont. 

No. 8503, Sub. No. 5. Orrin S. Good, Spokane, vs. Great North- 
ern et al. 

Asks for reparation on pine’ from Cusick, Wash., to Red- 
stone, Mont. 

No. 8639. International Paper Co., Bellows Falls, Vt., vs. Bos- 
ton & Maine et al. 

Against a third class rate of 22 cents on paper box ‘board 
from Bellows Falls, Vt., to North Dighton and Fall River, 
Mass. Asks for a cease and desist order, establishment of a 
rate not exceeding 15 cents, and reparation. 

No, —, Edwards & Loomis Co., Chicago, vs. P. C. C. & St. 
L. et al. 

Asks for reparation on shipments of poultry feed from Chi- 
cago to points in Indiana, Ohio, Michigan and Kentucky, 
amounting to $2,245.28, based on rates imposed that are al- 
leged to have been higher than grain product rates. 

No. 8406, Sub. No. 30. Edward H. Binns, as C. G. Hussey & 
Co., Pittsburgh, Pa., vs. Pittsburgh & Lake Erie R. R. Co. 
et al. 

Asking for reparation amounting to $634 on shipments of 
sHeet copper, copper gaskets, nails and other copper products, 
from Pittsburgh to various destinations, routed over tHe 
Monongahela Connecting R. Kk. between April 1, 1914, and 
April 14, 1915, during which period the through route and 
joint rate ar rangements between the Monongahela Connecting 
and the Trunk Lines were broken. The complainant was forced 
to pay the local charge of the Monongahela Connecting up 
to Trunk Line junctions. 


No. 8663. In re, Wabash-Pittsburgh Terminal Ry. Co. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


February 19, in I. and S. No. 794 (New York Storage, No. 2), 
the Commission suspended the tariffs of the trunk lines, which 
would otherwise have become effective on February 21. The 
suspension is for the statutory period of 120 days, which later 
may be extended to ten months if the investigation is not 
completed at the expiration of the first period. The tariffs are 
filed by the carriers with a view, as they say, of expediting 
the passage of freight through New York, or the holding of 
freight at points of origin instead of having lading placed in 
cars without any idea as to when it can be placed in ships. 

On February 21, the Commission suspended Sups. 22 and 23 
to Leland’s I. C. C. No. 1065; Sup. 25 to Leland’s I. C. C. No. 
1085 and Sup. 14 to Leland’s I. C. C. No. 1098, and Morris’ 
Sups. 22 and 23 to I. C. C. No. 509, and Sup. 25 to I. C. C. No. 
546, from February 23 until June 22, by I. and S. 795—oil barrels 
to Oklahoma, 


. Co. et al. 
Ca CS at. 
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BILL OF LADING HEARING 





(Report of San Francisco hearing made to members by John 
S. Willis, secretary Pacific Coast Traffic League.) 


Pursuant to a resolution adopted by the League at its 
meeting January 18, the secretary attended the hearing 
before Interstate Commerce Commission Examiner Law- 
rence Satterfield in San Francisco, February 14, on the 
subject of the uniform bill of lading. The following is 
sent to members as a report of the proceedings before the 
examiner: 

The examiner stated that at the hearings in New York 
and Chicago practically all phases of the uniform mer- 
chandise bill of lading were considered. He then invited 
those who had formulated’any suggestions, forms or other 
matter concerning the uniform bill of lading to present 
them. In the absence of Mr. Mann, acting on behalf of 
the San Francisco Chamber of Commerce, the writer pre- 
sented the attached memorandum, together with a copy 
of the proposed uniform bill of lading, as submitted by 
the National Industrial Traffic League. This memorandum 
was admitted and marked by the Interstate Commerce 
Commission as “San Francisco Chamber of Commerce Ex- 
hibit No. 1.” There was some discussion as to the various 
paragraphs in the memorandum, but nothing very impor- 
tant brought out. It is proper to say that it was made 
clear in the record with reference to the second paragraph 
of this memorandum, that the rail carriers’ representatives 
at the meeting held February 11 did not participate to 
the extent of voting either for or against any of the 
recommendations, but they stipulated that they were 
pleased to be invited to be present and would render all 
of the service in the way of technical information that 
they could. This fact is: mentioned with respect to 
paragraph 2 of the memorandum, because it might other- 
wise be thought that the rail carriers concurred in the 
shippers’ recommendations, which was not the case. 


After this was submitted, the Merchants’ and Manu- 
facturers’ Association of Sacramento, through their traffic 
manager, G. J. Bradley, went on record as favoring the 
recommendations presented by the San Francisco Cham- 
ber of Commerce requiring the carriers to note the time 
when a bill of lading .is issued for perishable shipments. 
In all other respects he favored the National Industrial 
Traffic League proposed bill of lading. 


Following this most of those present expressed them- 
selves as favoring the San Francisco Chamber of Com- 
merce recommendation, together with the National Indus- 
trial Traffic League proposed bill of lading, in practically 
all matters contained therein. The question of a separate 
bill of lading for perishable shipments found no advocates 
at the hearing. No one presented anything with reapect 
to export bills of lading. 


On the question of live stock bill of lading, Commis- 
sioner Jones of the Arizona Corporation Commission and 
an attorney representing the Southwestern Cattle Raisers’ 
Association presented objections to the live stock contract 
now in use by the Arizona Eastern Railroad, in that the 
contract prohibits the carrier receiving shipments of live 
stock unless and until the shipper has made a declaration 
of the value of such shipments. Remarks on this subject 
were not accepted by the examiner, for the reason that he 
ruled that such remarks went more properly to the ques- 
tion of graded rates according to the valuation, and not 
to questions relating purely to the bill of lading. The 
examiner stated that at Chicago a committee had pre- 
pared a live stoek contract which would be submitted 
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to the Commission by the live stock shippers, and he also 
stated that, while it was expected that copies of the 
proposed contract would be available at the hearing, such 
was not the case. There was no disposition after this 
announcement to go into the matter of the live stock 
contract any further until an opportunity had been 
afforded to see the proposed contract. F. J. Coulter, traf- 
fic manager of the Western Meat Co., representing the 
San Francisco live stock interests, stated that they would 
await a review of the proposed contract. 

The writer then presented the question of protection 
against fraudulent bills of lading and fraudulent practices 
in connection with order bills of lading. The examiner 
stated that there was some doubt in the minds of the Com- 
mission as to their jurisdiction and as to whether. the 
question of protection against fraud of a negotiable docu- 
ment does in fact relate to the question of a document 
in connection with transportation, but that the letters 
and statements which the writer offered would be ac- 
cepted and brought to the attention of the Commission. 
Copies of letters in correspondence between H. E. Wool- 
ner, chairman of the traffic committee of the Los Angeles 
Grain Exchange, and Seth Mann, attorney and manager 
of the Traffic Bureau of the San Francisco Chamber of 
Commerce, also copies of letters passed between Mr. 
Woolner and Charles B. Riley, secretary of the Indiana 
Grain Dealers’ Association, Indianapolis, Ind., were filed as 
“San Francisco Chamber of Commerce Exhibit No: 2.” 

The carriers made objection on the record to the intro- 
duction of the statements and correspondence above men- 
tioned on the ground that it was hearsay, irrelevant, in- 
competent, ete. It is, of course, understood that this 
objection was made by the carriers to save the record, 
and the examiner stated that the objection would be noted 
and the filing of the correspondence, statements, etc., would 
be noted. 

The examiner stated that a conference between shippers 
and rail carriers had been arranged, to be held in Wash- 
ington, D. C., April 10, 1916; following that briefs to be 
filed on or before May 10, 1916, and oral argument 10 
be held in Washington, May 18, 1916. 

That concluded the hearing. But before adjournment 
A. Larsson, traffic manager of the California Pine Box 
Co. of San Francisco, asked, through his attorney, to 
present and explain a combined bill of lading and way- 
bill. Permission was granted, and Mr. Larsson made his 
explanation of the proposed device, enumerating its ad- 
vantages to shipper, carrier and the Interstate Commerce 
Commission. In his remarks it was stated that the ques- 
tion of forging bills of lading would be settled by the 
adoption of his device. 

The hearing adjourned to New Orleans, February 21. 


Attached Memorandum. 


The San Francisco Chamber of Commerce favors the 
adoption of the proposed uniform bill of lading presented 
by the National Industrial Traffic League practically with- 
out change. 

At a meeting of shippers and rail carriers held in the 
office of the San Francisco Chamber of Commerce, Friday, 
February 11, the following changes in the proposed uni- 
form bill of lading above referred to were suggested as 
being the recommendation of the majority of those pres- 
ent: 

In connection with the provision for agent’s signature 
on the first page, the sense of those present was that it 
should be changed so as to make it obligatory upon the 
part of the ‘carrier to note the time of receipt on the bill 
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of lading issued on perishable shipments and also to make 
it obligatory, when requested by a shipper, to have the 
time noted on the bill of lading issued for non-perishable 
shipments. 

In section 3 it was the sense of the meeting that the 
time for filing claims where it provides in parentheses 
for traffic for export 12 months after arrival at port, in 
case of damage, and 12 months after a reasonable time 
after arrival at port of export, in case of loss, should 
also apply to shipments by water, though not in the strict 
sense of being export shipments. 

In the matter of section 5, it was the sense of the meet- 
ing that, in addition to providing as in parenthesis in 
the first_ paragraph as follows: “on export traffic after 
free time allowed at the port in the tariffs,” that in order 
to cover shipments on which more than 48 hours’ free 
time is allowed in certain tariffs, the paragraph shou!d 
also cover such tariff provisions. 

Also in the last two paragraphs of section 5, provision 
should be made to notify the consignee as well as the 
consignor, the thought being that, even though the con- 
signee might be supposed to be notified and every effort 
on the part of the carrier made to effect delivery, still, for 
legal purposes in the case of dispute, formal and legal 
notice should be given to the consignee also. 

In the matter of section 8 of the proposed bill, its pro- 
visions were not fully understood, and it was the sense 
of the meeting that further information should be sought 
upon the provisions of this section. 

In all other particulars the National Industrial Traffic 
League’s proposed bill of lading is fully indorsed and rec- 
ommended. 


DOINGS OF THE TRAFFIC CLUBS 


The speakers at the annual dinner of the Traffic Club 
of Chicago February 29 will be Pierce Butler, on “Valua- 
tion of Railroads,” and Wm. P. Rogers, dean of the Cin- 
cinnati Law School, on “Ethics of Citizenship and Gov- 
ernment.” Wilbur D. Nesbit has been engaged as toast- 
master. The annual meeting of the club will be held 
Tuesday, March 28. The nominating committee has 3e- 
lected the following ticket: For president, F. L. Bateman, 
president, Transcontinental Freight Co.; for first vice- 
president, Carl Howe, manager, New York Central Fast 
Freight Lines; for second vice-president, Murray-N. Bil- 
lings, assistant traffic manager, Illinois Steel Co.; for 
third vice-president, J. F. Govan, G. A., pass. dept., Chi- 
cago & Eastern Illinois Railroad; for secretary, W. H. 
Wharton, commercial agent, N., C. & St. L. Ry.; for 
treasurer, Charles B. Hopper, general freight agent, Good- 
rich Transit Co.; for directors for two years, Fred Zim- 
merman, vice-president, C. I. & L. Ry.; J. S. Bartle, assist- 
ant freight traffic manager, Santa Fe system; R. L. Bur- 
nap, assistant freight traffic manager, Grand Trunk Rail- 
way system; R. C. Ross, traffic manager, Jos. T. Ryerson 
& Son. The club is voting by postal card on a proposal 
to establish a death benefit fund. 








The Traffic Club of New England will have its annual 
banquet at the Copley-Plaza Hotel in Boston, March 8. 


The speakers will be Ivy L. Lee, formerly executive assist- 


ant, Pennsylvania Railroad, now member of the board of 
trustees of the Rockefeller Foundation, New York City, 
and E. J. McVann, traffic commissioner of the Commercial 
Club of Omaha, Neb. 


About three hundred and fifty members and guests were 
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in attendance at the second annual dinner of the Traffic 
Club of Cleveland, at the Hotel Statler, Wednesday even- 
ing, February 16. The speakers were: B. A. Worthing- 
ton, president, Cincinnati, Indianapolis & Western Rail- 
road, whose subject was “Commerce;” Simeon D. Fess, 
congressman, 6th Ohio district, “Our Relations with the 
Warring Nations,” and Charles F. Moore of New York, 
who told a series of humorous stories, made a plea for 
national defense, and a working out of a more harmonious 
relation between organized labor and capital. J. W. Clark, 
division freight agent, Big Four Railroad, president of 
the club, presided as toastmaster. Among the honorary 
guests at the speakers’ table were: J. F. Townsend, 
president, Pittsburgh Traffic Club; Mayor Davis; W. H. 
Caniff, president, Nickel Plate Railroad; Bascom Little, 
president, Chamber of Commerce; Chas. R. Miller, presi- 
dent, the Cleveland Bar Association; D. C. Moon, general 
manager, New York Central Lines West; J. B. Dixon, 
general manager, Erie Lines West, and H. W. Mc- 
Master, general manager, the W. & L. E. Railroad. The 
out-of-town guests were composed of representatives from 
New York, Pittsburgh, Chicago, Cincinnati, Indianapolis, 
St. Louis, Detroit, Toledo and Minneapolis. A reception 
of half an hour preceded the dinner. The arrangements 
for the dinner were perfected by the entertainment coin- 
mittee, consisting of E. F. Borges, chairman; W. H. Ben- 
ham, P. H. Diver, A. C. Baker, E. R. Bardgett and A. R. 
Gould. 





Former President William Howard Taft, in an address 
February 21 at the tenth annual banquet of the Traffic 
Club of New York, declared that the railroads of the 
United States have 'themselves to blame for the “hamper- 
ing regulations with which they find themselves en- 
meshed. They lent themselves to the building up of in- 
dustrial monopolies by the granting of rebates against 
the law,” Mr. Taft said. “They took part in politics and 
corrupted councils and legislatures and they were one of 
the elements in the community which threatened this 
country with plutocracy. When a mild effort was made to 
regulate them in the first interstate commerce law of 
1887 they laughed at the law, flouted the authority of the 
Commission, declined to present their real differences in 
full to the Commission and relied on the delays in the 
courts to defeat the purpose of the law. It took the 
people twenty years to secure the legislation needed to 
bring the railroads completely under control in the act 
of 1910, and when any one seeks to blame others for the 
enactment of that legislation he is oblivious to the causes 
that made it inevitable. Regulation is, therefore, here to 
stay, unless a more radical step, and one most deplorable, 
government ownership, is resorted to. The trouble now 
is not a lack of desire on the part of railroad men to 
obey the laws, but the difficulty they find in complying 
with interstate commerce regulations and the regulations 
of forty or more state railroad commissions. The fact,” 
Mr. Taft continued, “that less mileage has been added io 
the railroads during the last year than in any! year since 
the Civil War, in spite of the great business that has 
been done on the railroads, is significant evidence that 
the conditions which surround the railroads to-day halt 
the construction of new lines.” Mr. Taft asserted that 
there is no domestic matter more pressing for the pur- 
pose of promoting the prosperity and welfare of the 
business of the country than reform legislation along these 
lines. “There are elements in the community,” Mr. Taft 
added, “which undoubtedly will continue to ignore any 
rights of those who hold capital in railroads to earn any- 
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thing. Nothing could be more destructive to the_best 
interests of this country than government ownership of 
railroads. The history of such experiments all over the 
world demonstrates its lack of wisdom.” 





The Transportation Club of Indianapolis, at its third 
monthly gathering, February 28, will give a complimentary 
dinner to L. L. Hyde, the new general freight agent of 
the L. E. & W., who will act as toastmaster. The speak- 
ers will be: W. L. Bryan, president, University of Indi- 
ana, Bloomington, subject, “Science and Common Sense;” 
Luke W. Duffey, Farm Sales Co., Indianapolis, subject, 
“Good Roads.” The club is boosting for a membership 
of 300 before next summer. 





The Transportation Club of San Francisco will hold its 
twelfth annual banquet in the Palace Hotel, March 4. 
On March 11 the annual election will take place, at which 
time five directors will be elected to act in connection 
with four now in office. 





The annual meeting of the Grand Rapids Traffic Club 
was held February 17. The members entertained their 
wives and women friends in the ballroom of the Pantlind 
Hotel. It was the first ladies’ night the club ever held. 
The meeting was in the form of a business meeting and 
ball. Over one hundred members and nearly as many 
women participated. During the dinner chorus singing 
of popular songs, led by J. P. Stapleton of Detroit and 
Clark Lane, was enjoyed, and between courses Mrs. J. A. 
Michaelson gave vocal solos. Several national airs were 
sung. President Fred M. Briggs served as toastmaster. 
Officers were elected as follows: President, L. M. Mac- 
Pherson; vice-presidents, Arnold Greenbaum and Clark L. 
Lane; secretary, Ray L. Byerly; treasurer, E. A. Seymour; 
executive committee, Joseph Chamberlin and E. L. Well- 
man. Each of the new officers made his official bow, after 
which C. B. Hamilton of the Brearly-Hamilton Advertising 
Co. spoke on advertising and transportation. He pointed 
out how essential to common, everyday life transportation 
has become, and of how much greater importance it is 

sure to be with the progress of industry and all other 
" avenues of progress. For two hours following the informal 
program the traffic men and their guests enjoyed dancing. 


PERSONAL NOTES 


M. J. Shader has been appointed general agent of the 
Fort Dodge, Des Moines & Southern Railroad, with office 
at Fort Dodge, Ia. ‘ 

T. J. Hayes, Jr., is appointed contracting agent of the 
Louisville & Nashville Railroad Co. at St. Louis, Mo., 
vice C. D. Ellis, resigned. 

H. G. Krake, formerly commissioner of the Commerce 
Club of St. Joseph, Mo., has been appointed secretary of 
the Chamber of Commerce of Benton Harbor, Mich. 

A. M. Marion, assistant to the general superintendent 
of freight transportation of the Pennsylvania Lines West, 
with office at Pittsburgh, Pa., has resigned to engage in 
other business. 

The Atchison, Topeka & Santa Fe Railway Co. an- 
nounces that J. B. Coffey is appointed assistant general 
freight agent, with headquarters at Chicago, and P. T. 
McKirahan is appointed general agent, freight department, 
Tulsa, Okla. 

W. H. Amsden has been appointed commercial agent 
for the Carolina, Clinchfield & Ohio, with office at Toledo, 
O. E. F. Elwell has been appointed commercial agent 
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at Raleigh, N. C., and C. J. Nalle, commercial agent at 
Macon, Ga. 

Announcement is made by Oscar Townsend, general 
freight agent of the Chicago Great Western Railroad, of 
the appointment of H. C. F. Gustafson as traveling freight 
agent at Red Wing, Minn., vice C. H. Jenson, assigned to 
other duties. 

R. T. Damon, general claim agent of the Boston & 
Maine Railroad, was born at Charlotte, Me., March 15, 
1874. Oct. 1, 1896, he began railway work as a clerk 
in the accounting department of the Boston & Maine, and 
in April, 1901,,he was appointed chief clerk in the claim 
department. One year later he was transferred to the 
division claim office at Concord, N. H., as assistant claim 
agent, and in February, 1904, returned to Boston as claim 
agent of the Terminal and Portland divisions. He re- 


R. T. DAMON. 


mained in this position until November, 1906, when he 
was appointed claim agent in charge of the Concord office, 
which position he held until his recent appointment as 
general claim agent. 

J. T. Loree, superintendent of the Susquehanna division 
of the Delaware & Hudson, has been promoted to assistant 
general superintendent of transportation, with office at 
Albany, and T. J. Lynch has been appointed superintend- 
ent of the Susquehanna division to succeed Mr. Loree. 


Theodore Harte, traveling freight agent of the Western 
Pacific Railway, at Elko, Nev., has been appointed general 
agent at Salt Lake. C. J. Huff, contracting freight agent, 
of San Francisco, will go to Salt Lake City as traveling 
freight and passenger agent. 

William J. O’Toole, assistant to the general live stock 
agent of the Baltimore & Ohio Railroad, has resigned 
to become secretary and member .of the board of directors 
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of the Duncan M. Stewart Co. of New York. Mr. O’Toole 
has been identified with the road for eighteen years, hav- 
ing started as a clerk in the traffic department. He has 
been identified with the live stock traffic for several years, 
having been assistant to the general live stock agent for 
more than a year. 

By the election of president, vice-presidents and treas- 
urer, and appointment of executive members by the 
president the official roster of the Railway Business Asso- 
ciation for this year has been completed as_ follows: 
President, George A. Post, New York. Vice-Presidents, 
W. H. Cottingham, Cleveland; W. B. Leach, Boston; E. 
B. Leigh, Chicago; Henry Elliot, East St. Louis; J. S. 
Coffin, New York; Irving T. Hartz, Chicago; J. C. Brad- 
ley, Buffalo. Treasurer, M. S. Clayton, New York. Ex- 
ecutive members, S. P. Bush, Columbus, O.; W. E. Clow, 
Chicago; Samuel M. Curwen, Philadelphia; O. H. Cutler, 
New York; F. T. Heffelfinger, Minneapolis; H. H. Hewitt, 
Buffalo; J. M. Hopkins, Chicago; Alba B. Johnson, Phila- 
delphia; A. M. Kittredge, Dayton, O.; Robert P. Lamont, 
Chicago; Frank J. Lanahan, Pittsburgh; W. H. Marshall, 
New York; Stephen C. Mason, Pittsburgh; A. H. Mulliken, 
Chicago; Rudolph Ortmann, Chicago; W. G. Pearce, New 
York; H. G. Prout, Nutley, N. J.; S. F. Pryor, New York; 
W. W. Salmon, Rochester, N. Y.; G. W. Simmons, St. 
Louis; George T. Smith, Jersey City; James S. Steven- 
son, Detroit; H. H. Westinghouse, New York; W. W. Wil- 
lits, Chicago. The secretary, Frank W. Noxon, announces 
the creation of the position of executive assistant, and the 
appointment thereto of P. H. Middleton, who has served 
the association for the last three years. 


RAILROAD MEN TO STUDY. 


To equip themselves for promotions and positions of 
greater responsibility in railroad service, the employes 
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of the Baltimore & Ohio freight traffic department at 
Pittsburgh, with the assistance of officials of the depart- 
ment, have organized a class for the study of subjects 
pertaining to their work and that of other departments. 
C. S. Roberts, chief rate clerk of the department, has 
been placed in charge of the course of instruction. He 
will be assisted by Archibald Fries, general freight agent; 
T. J. Walters, division freight agent, and J. C. Kimes, 
commercial freight agent, who, in addition to. consenting 
to discuss various phases of traffic solicitation, have en- 
rolled for the course. The prescribed course will require 
eighteen months. 


FINED FOR FALSE CLAIMS. 


A jury in the United States District Court at St. Louis 
has found the Laser Grain Co. of Clarksville, Ark., guilty 
on four counts in an indictment for making false claims 
to the Iron Mountain Railroad. A fine of $250 on each 
count was imposed by Judge Dyer. This is one of many 
cases in which the Interstate Commerce Commission ob- 
tained indictments in various parts of the United States 
in connection with claims made on peach shipments from 
Texas and Arkansas in 1912. 


DATE OF ORDER POSTPONED. 

The Commission has postponed the operative date of 
its order in No. 7808, Standard Paint Co. vs. Southern 
Pacific et al., from March 1 to May 1, so that it may 
give thought to the application of the Southern Pacific 
for a modification of its order with respect to actual and 
estimated weights to be applied to liquid asphaltum from 
California refineries to the works of the complainant at 
Chicago Heights. 


Complainants’ petition for rehearing in case 4835, D. 5S. 
Pate Lumber Co. vs. Sou. Ry. et al., denied. 
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A Department for the Discussion by Patrons and Friends of Taz Trarric Wor.p of Trans: 
portation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


UNIFORMITY IN REGULATION 


Editor The Traffic World: 

It appears that the subject of lack of uniformity in 
railroad regulation as between the different states and 
the different sections of the United States will not down. 

The reason, I think, is quite obvious—because there is 
good ground for the complaint. 

The “Shreveport” situation, which has now shown up 
acutely in Nebraska and other sections of the United 
States, is but one feature of the great lack of uniformity 
in rates, rules and regulations which exists as between 
traffic which moves wholly within a state and competitive 
traffiC which moves for practically the same distances 
across state lines. 

There will never be a reasonable and settled condition 
of amity between the carriers and the public which they 
serve until some feasible plan is worked out under which 
this great lack of uniformity will be entirely removed; 
but the question is, how is this to be done? 

The states, with their commissions, are naturally jeal- 
ous of their rights and will not freely concede the superi- 
ority of a centralized control in Washington, or any other 
one center. 

It would, of course, palliate the trouble a little bit if 
the Interstate Commerce Commission had its headquar- 
ters in Chicago, St. Louis, or some other point more 
nearly central geographically in the United States, so 
that complainants would not have to travel so far in 
order to present their cases to the Commission. 

On the other hand, the shippers who make the con- 
plaint are naturally anxious to appear in person before 
the men who make the decision, and this is not now 
possible, under the present system of taking testimony 
through examiners, without a trip to Washington, and 
even after the trip the Commission, as a whole, cannot 
possibly take the time to hear the case except in a brief 
oral argument. 


Some years ago the writer suggested through your col- 
umns such a blending of state and interstate control as 
would in his judgment be acceptable to all parties in. 
terested, and, because of the recent discussion of this 
subject, I am encouraged to renew my suggestion at 
this time, to see whether or not it will meet with any 
more favor now than it did originally. My plan is as 
follows: 


First—Continue present state commissions with all the 
powers they at present possess except the making of 
rates, rules, regulations and classifications on freight and 
passenger traffic. 

Second—Create district transportation commissions, to 
be composed of one member designated by each state 
commission, and a chairman appointed by the President 
of the United States. ; 

Districts should be laid out and made up of states con- 
tiguous to each other, and in which traffic conditions are 
to a great extent similar, where the trend of the traffic 
is in the same general direction and to contain all lines 
of a railroad system as far as possible. 





This district commission should establish headquarters 
at some central point in the district, but should designate 
dates each month when they would be at the capitals of 
each state in the district, or some other point, if more 
convenient to complainants and all parties interested, to 
hear complaints of any inequalities existing in either 
rates,.rules or regulations. - 

It occurs to me that about eight such district commis- 
sions would properly take care of the business of the 
country in such a way as to enable shippers to present 
directly and without undue formality their complaints to 
the body which would hear and determine them. 

Let us assume that the following districts were estab- 
lished: 

New England District: The states of Maines, Massa- 
chusetts, New Hampshire, Vermont, Rhode Island and 
Connecticut. 

Eastern District: The states of New York, New Jersey, 
Pennsylvania, Maryland, Virginia and West Virginia. 

Southern District: North Carolina, South Carolina, 
Georgia, Florida, Alabama, Mississippi and Tennessee. 

Central District: The states of Ohio, Kentucky, Indi- 
ana, Illinois and Michigan. 

Northern District: The states of Wisconsin, Minnesota, 
Iowa, Nebraska, South Dakota and North Dakota. 


Southwestern District: The states of Missouri, Kan- 
sas, Oklahoma, Arkansas, Louisiana and Texas. 
Western District: The states of California, Nevada, 


Utah, Wyoming, Colorado, New Mexico and Arizona. 

Northwestern District: The states of Oregon, Wash- 
ington, Montana and Idaho. 

A day or two at each capital, or other central point in 
the state, would be sufficient to hear the complaints filed 
eacn month, and, indeed, it is possible that it would noi 
be necessary to make the entire round so often, after 
which the district commission would take a few days to 
decide the cases submitted. 7 

Unless assigned to hear inter-district complaints, the 
commissioners from the various states could then return 
to their respective state headqyarters and join their asso- 
ciates in taking care of executive matters and the regu- 
lation of all strictly state public utilities within their 
jurisdiction. 

Complaints could be filed with the chairman of the 
district, and by him docketed and set down for hearing 
at the state capital or other point most convenient to 
interested parties. 

Complaints of rates inter-district in character, i. 2. 
between points in two or more different districts, could 
be filed with the chairman of the district in which th? 
complainant had his principal office or business, and said 
chairman could notify the chairman, or chairmen, of the 
other districts involved. 


If but two-or three districts were involved the chair- 
man of each would then assign two members of his 
commission to act as a joint commision to hear the case. 

If more than three districts were involved but one 
commissioner should be assigned from each district. 

In case of all joint commissions, the chairman of the 
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district with which the complaint was originally filed 
should act as the chairman in trying the case. ‘ 

The several district commissions could take matters up 
either upon complaint or upon their own motion. The 
latter, because of the fact that there is now such a con- 
flict between the rates, rules and regulations of the vari- 
ous adjoining states_that it would be quite desirable to 
get same unified as soon as possible, and this could be 
accomplished better ‘by the commission taking the mat- 
ter up as a whole than if it waited for specific complaints, 
which would, of course, not be made by the citizens of 
any state enjoying a point of vantage at the present 
time, and might not be made by other citizens differently 
affected for fear of criticism and commercial reprisals. 

The expenses of each commissioner could be taken care 
of by the state which he represents, and the state’s rights 
idea would be fully preserved, but with the elimination 
of all conflicting rates, rules and regulations in adjoin- 
ing or contiguous states. This conflict has been the most 
fruitful source of complaint on the part of the carriers 
in the past, and there is no question but what the com- 
plaint has been well founded and that it would be de 
sirable to have it removed, not only because of the in- 
justice to the carriers, but because of the discrimination 
created and fostered between citizens of the different 
states under present conditions. 


Appeals to National Commission. 


Third—Appeals from the decisions of the various dis- 
trict and inter-district joint commissions could lie to the 
national commission, and it is quite possible that the 
latter body could be somewhat reduced in numbers. Per- 
haps five members would be sufficient to take care of 
the appeals and look after all matters pertaining to raii- 
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road valuations and other important subjects now han- 
dled by the Interstate Commerce Commission, the other 
two members being assigned to duty as chairmen of two 
of the district commissions. 

It is quite certain that it is going to be difficult to ever 
get the various states to give up their local control of 
traffic matters, and yet I doubt if a single state com. 
mission does not see the difficulty and injustice in a 
great many respects which is worked by the present 
conflict of authority, and which could be obviated by the 
creation of zone or district commissions, within the 
boundaries of which entire uniformity would exist. 

It is likely that I have overlooked mentioning some 
vital features of a program of such tremendous impor- 
tance as is the one outlined herein, but, on the other 
hand, I am satisfied that the people as a whole are be- 
coming more than ever convinced that some change is 
bound to come in the near future, and I am undertaking 
to outline a medium ground which might well be occu- 
pied by all parties interested, and which would at the 
same time preserve state’s rights and secure uniformity. 

My idea would be to make them, respectively: District 
Transportation Commission, National Transportation Com- 
mission. ; 

J. H. Johnston, 

Traffic Manager, Oklahoma Cotton Seed Crushers’ As- 
sociation. 

Oklahoma City, Okla., Feb. 16, 1916. 


Respondent’s petition for rehearing in I. and S. 580, 
Switching Charges at South Omaha, Neb., denied. 

Complainant’s petition for rehearing in case 7653, Union 
Lumber Co. vs. G. C. & S. F., granted. 
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D. L. & W. R. R. 
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HOBOKEN SHORE ROAD, Foot of Fifth St., Hoboken, N. J. 


Hoboken Shore Road—a terminal bélt line on the Hoboken 
Shore—has made a record in relief of freight congestion 
in the Port of New York. As a result, everywhere through- 
out West and South traffic managers are billing their 
freight “Via Hoboken Shore Road,” thus avoiding tie-ups, 


and assuring themselves of making steamer connections. 
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Rescue Your Freight From Delay 











Our service costs you nothing on carlots. Our earnings 
are paid by the trunk lines. 

We move freight directly between the trunk lines and 
steamship companies (listed to the right) with ONE 
HANDLING, by using trucks which carry a ton at a time. 
All our equipment is modern. Our switching facilities are 
practically perfect. 

We co-operate with the railroad handling your freight. We 
can save you time, breakage, money, claims, forfeitures. 


Why not use our efficient terminal service in your next 
Eastbound shipment? A trial will convince you. 


. Wilson Line 


New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. Y-) 
N. Y. O. & W. R. R. 
Central R. R. of N. J. 
Baltimore & Ohio R. R. 
Lehigh Valley R. R. 
Erie R. R. 
Pennsylvania R. R. 


For all carlot shipments. 
It handles freight to the 


Holland-American Line 
Scandinavian-American Line 







Hamburg-American Line 
North German Lloyd Line 


All freight billed “Via 
Hoboken Shore Road” 
is accepted by these 






460 THE TRAFFIC WORLD 


NO RIGHT TO CORRESPONDENCE 





THE TRAFFIC SERVICE NEWS BUREAU, . 


Colorado Building, Washington, D. C. 
Judge Van Fleet of the United States District Court at 
San Francisco has dismissed the application of the Com- 
mission for a mandamus requiring the Southern Pacific to 
show its correspondence with the California Fruit Dis- 
tributers’ Association. The Commission wanted to see that 
correspondence to ascertain the amount of claims settled 
by the railroad company, presumably with a view to ascer- 
taining whether the railroad company has been paying 
rebates to shippers. The dismissal] is on the authority of 
the L. & N. suit, passed upon by the Supreme Court. In 
the L. & N. case the Commission asked for the correspon4- 
ence, which, it was suspected or supposed, would show the 
number of passes issued by that railroad and the persons 
to whom they had been given. The courts held that Con- 
gress had not conferred such authority upon the Commis- 
sion. ‘The Commission can call for the records of a car- 
rier, but its correspondence is as much its private property 
as if there were no such thing as the Act to Regulate Com- 
merce and the Interstate Commerce Commission. 


REPORT ON COLLISION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


H. W. Belnap, Chief of the Division of Safety, has made 
a report to the Commission with regard to a rear-end col- 
lision between a passenger train and an extra train com- 
posed of headhead passenger equipment on the Baltimore & 
Ohio at Felton, Pa., Dec. 15, 1915. In that wreck one 
passenger, one employe on duty, and three employes off 
duty were killed. Eight passengers, four employes on duty 
and nine employes off duty were injured. 

Mr. Belnap is of the opinion that this accident was 
caused by the extra train passing a signal at Twin Oaks 
at practically the same moment that a switch was opened 
at Felton. Both the signal and the switch indicator were 
in the clear position when observed by the engine man 
and train baggage man. An additional cause was the fail- 
ure of the engine man on the extra train to obey the stop 
indication of a signal, due to the dense fog and the high 
rate of speed at which he was running his train. 

“This investigation disclosed that the switch indicators 
as installed and operated on this line do not provide com- 
plete or adequate protection for a train movement from 
siding to main line,” says the report. “In the early days 
of automatic signaling, when this installation was made, the 
need of preliminary circulits for controlling indicators was 
not as well recognized as at present.” The report says 
the older installation should be revised. The report also 
says that if the engine man on the extra train had been 
obeying the rule to run slow in foggy weather he would 
probably have been able to stop his train. 





BOAT PETITION AMENDED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Calorado Building, Washington, D. C. 


The Boston & Maine has amended its petition for permis- 
sion to continue its operation of the steamer Mount Wash- 
ington, on Lake Winnepesaukee, by saying it also owns 
the Lady of the Lake, which operates from Newport, Vt., 
to other points on Lake Memphremagog. It also owns the 
Portland, Mount Desert, and Machias Steamship Co., which 





Vol. XVII, No. 9 


operates no boats and which, it says, is not likely ever to 
operate any. It admits competition is possible between its 
rails and its boats, although the latter are operated chiefiy 
in the excursion business, hauling freight mainly to the 
summer resort hotels, made necessary by the excursion 
business it encourages. By reason of its ownership of the 
Connecticut and Passumpsic Rivers Railroad, it has a bene- 
ficial interest in some other boats. As to all of them it 
asserts they are operated in the interest of the public and 
that it should therefore be allowed to continue ownership 
and operation. 


COMMISSION WILL INVESTIGATE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C, 

The Commission has decided to investigate the affairs 
of the Pittsburgh-Wabash Terminal without waiting for the 
House of Representatives to act on any of the pending 
resolutions asking it to do so. The Commission held a con- 
ference on the subject on February 19, and late in the after- 
noon put out a formal notice of the institution of its in- 
quiry, to be known as Docket No. 8663, in re Wabash-Pitts- 
burgh Terminal Railway. 

Action was taken after consultation with members of the 
House committee on interstate and foreign commerce, 
which showed that that committee is of the opinion that 
there should be an inquiry. The order instituting the in- 
quiry says the Commission intends inquiring into the char- 
acter and extent of the services of the railway company, 
its financial history and practices, its lessees and prede- 
cessor corporations. 

The talk about looting in connection with the organiza- 
tion, operation and final wrecking of that part of the 
Wabash system whereby it gained entry into the heavy 
tonnage district of Pittsburgh, even if it did have to put its 
passenger station on stilts, has been going on for years. 
The Commission, having no control over the financial opera: 
tions of carriers, has had no particular desire to make such 
investigations, but it has never flinched from undertaking 
the task whenever it had reason to think an inquiry would 
do any good or that it was really desired by any consider- 
able part of Congress. 


TRAFFIC CONFERENCE FORMED 





The Industrial Traffic Conference of New England has 
recently been formed. The desirability and necessity of 
coming together at frequent intervals for an exchange of 
views and for mutual help in solving traffic problems 
has caused a number of traffic representatives of indus- 
trial concerns, public commercial bodies and others to 
hold meetings, which they say promise to be productive 
of considerable good. 

The conference is informal. That is to say, it has no 
constitution or by-laws, no dues and no obligation on 
the part of its members other than those that spring 
from a desire to help improve conditions. C. B. Bald- 
win, traffic manager United Shoe Machinery Co., is the 
chairman, and J. D. Hahagen, traffic manager of, the 
American Glue Co., is secretary. 

The meetings, of which two have been held at Bos- 
ton, have been attended by about thirty individuals, rep- 
resenting various interests. The conference has gone on 
record with state and local authorities on various mat- 
ters and demonstrated its desire to steer a middle course 
between radical or unwise expenditure and dead con- 
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servatism. It has gone on record ‘also with offers to 
co-operate toward better service, the prompt release of 
ears, the full loading of equipment and other features. 

In the matter of separation of the New Haven from its 
sound line interests it has appointed a committee which 
has been active in ascertaining the sentiment of the ship- 
ping public in order that the Commission may be correctly 
informed as to the service and the needs of New Eng- 
land’s industrial interests. 


MARKETING OF FOOD PRODUCTS 


D. G. Mellor, manager of the food product department 
of Wells-Fargo, in his address to the National Leagne 
of Commission Merchants at Indianapolis recently, pointed 
out that, in going into the food supply business, the ex- 
press companies were simply co-operating with the com- 
mission houses. “We are trying,” he said, “to build up 
a useful agency in the marketing of food, something that 
is of importance to every one. We do not share in any 
profit on sales. Our only compensation is from our 
charges at published rates. 

“Our food products department is in close touch with a 
large majority of the producers and dealers on our lines. 
We have industrial agents who devote their whole time 
to usefulness in connection with the production, grading, 
packing and shipping of the many creps produced along 
our lines that may move by express. We gather and 
distribute information among growers regarding the kind 
and variety of produce that will best suit convenient mar- 
kets, and how it should be prepared for shipment. We 
furnish producers with the names of dealers, both whole- 
sale and retail, and we give dealers information regard- 
ing producers and their crops. 

“In 1914 green peas were introduced for the first time 
in large quantities in the Imperial Valley of California. 
The Japanese growers had not made any arrangements 
for suitable containers or for marketing. As a result, the 
first few lots were shipped in barley sacks, and all ar- 
rived at destination (generally Los Angeles or San Fran- 
cisco) mildewed and worthless. This result brought our 
industrial agent into the valley by the first train. The 
barley sacks were immediately banished, crates being 
substituted, and racks were put into the cars; when the 
crates of peas were properly packed on these, air cir- 
culated freely, and better results were secured. 
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“In south Texas, in 1910, on our suggestion, strawberries 
were planted, and 8,335 crates shipped. Returns were 
not very encouraging, and in 1911 only 1,788 crates moved. 
Working with a large commission house in Houston, we 
induced the growers to try again, and in 1912, 11,880 
crates were shipped. In 1913 there were 26,737 crates, 
and in 1914, 32,092 crates, and this year we had 56,665 
crates, that netted the growers in a very small district 
just under $100,000. 

“The efficient distribution of food products is a problem 
worthy of the best minds and effort of any organization, 
and one that will try the mettle of those who seriously 
undertake to solve it entirely. It is beyond the power vf 
any single company or organization working alone to 
wholly solve this problem, but there can be a national 
organization among the various interests that will grapple 
successfully with the question to the very material bene ‘it 
of all concerned. Until we have concerted action in this 
direction the best results will not be possible.” 

William Gourlay, general traffic agent for the western 
department of the American Express Co., in his talk to 
the delegates related what that company had done in 
trying to bring producer and consumer together; how 
it had been handicapped in its efforts because of the lack 
of proper organization and standardization of food prod- 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Trafic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $3.00 per 
inch first insertion, $1.00 per inch second insertion, $0.60 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 


418 So. Market Street, Chicago. 





ANNE RN Ee AE A: TT A TT ESOS ETE. Tt RARE WA 1 MPRA BORE 8 Se se 

WANTED—By large cereal corporation, TRAFFIC 
MANAGER, conversant with transit rules and. regulations. 
Must be thoroughly familiar with general rates. L. C. C. 


30, The Traffic World, Chicago, III. 
nel 
TECHNICAL TRAFFIC MAN—Graduated and experi- 


enced along mining, metallurgical and chemical lines. 
Traffic manager for past two years. Business and execu- 
tive ability. Some knowledge of Spanish from one year 
in Mexico. Age 35. Desires change of location. Wouid 
join large traffic department or handle traffic business 
for smaller company and combine with other duties. 
E. L. 8, care Traffic World. 





Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large acquaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. . Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
Chicago. : 
Tee 
Situation wanted by a thoroughly experienced TRAFFIC 
MAN. Two years as bill clerk, five years as rate clerk 
in general office of railroad handling claims, one and onc- 
half years as manager of traffic bureau. If a good chance 
for advancement, would be willing to start on moderate 
salary. A. M. 4, care of The Traffic World. 
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ucts, and said it was now dealing principally with the 
growers and dealers. 

“I do not believe,” Mr. Gourlay said, “we will ever be 
able to bring about a satisfactory system of dealing be- 
tween producer and consumer without the assistance of 
some middleman. The middleman is absolutely necex- 
sary to act between producer and consumer to see that 
all food products are properly standardized and packed 
before shipping. This can be brought about by co-opera- 
tive organization of farmers, they to select some one, 
preferably from one of the agricultural colleges, to act 
as business manager, who will see that all goods brought 
to the co-operative warehouse for shipment are graded, 
branded and put up in proper packs before going to the 
consumer. The agriculturists of the country are giving 
a great deal of thought to the proposition, and with the 
help of the national government and the agricultural col- 
leges are making great strides toward co-operative or- 
ganization. 

“The express companies have no desire to antagonize 
commission merchants, as we believe under our present 
system they perform a very necessary function in han- 
dling farm products; and we can work hand in hand with 
them, and by finding new markets for growers properly 
organized, we will be promoting rather than hindering 
their interests.” 


COAL DECISION STANDS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission has refused to do anything with its 
decision in the Matter of Rates on Bituminous Coal io 
Points in the Mississippi Valley, which covers the formal 
complaint of the Brownsville Cotton, Oil and Ice Co. and 
several other formal proceedings and Fourth Section Ap- 
plication No. 601 and others, except to postpone the effec- 
tive date of the order from March 1 to June 1 on com- 
modities involved other than soft coal. 

Coal is the one commodity in which the carriers were 
vitally interested. In Fourth Section Order No. 5234 the 
Commission prescribed a mileage scale of rates for soft 
coal which the roads involved think is so low as to be 
almost ridiculous. They must observe that scale or be 
deprived of the privilege of carrying coal to water com- 
petitive points at rates they think are necessary for them 
to remain in the business. The scale which they must 
observe as the price of disregarding the strict rule of the 
fourth section provides for a rate not exceeding $1.45 for 
hauls not in excess of 250 miles, $1.50 for hauls exceeding 
250 but not more than 300 miles, and so on up to hauls 
of 600 miles, on which not more than $2.10 may be imposed. 

Some time ago the southern roads appeared before the 
fourth section board to suggest that that scale is much 
lower than scales which the Commission has prescribed 
in other parts of the country where the traffic is heavier. 
They suggested the seale is too heavy a penalty to exact 
from them for the privilege of meeting the water com- 
petition at the points on the Mississippi River to which 
they desire to haul coal without being under the necessity 
of cutting their rates to intermediate points where there 
is no such competition. 





ORDER AMENDED 
The Commission has modified its order of Dec. 20, 1915, 
Docket No. 7682, Black & ‘White River Transportation Co., 
against the Missouri Pacific, so as to make it apply only 
at Newport, Ark., instead of also at Jacksonport and Black 
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Rock, Ark. The original order, effective March 15, required 
the carriers to establish through routes in connection with 
the river transportation company and make rates on lum- 
ber and forest products which should not exceed rates 
from Newport, Jacksonport and Black Rock by more than 
four cents. The object of the order was to re-establish a 
situation that existed prior to May 1, 1912. The effect oi 
the unamended order of December 20 would have been tc 
put rates from Black Rock one cent lower than they had 
been on May 1, 1912. The order, as changed, applies only 
to Newport. 


FINED BY FEDERAL COURT 

The Western Weighing and Inspection Bureau has sent 
out’ in circular form newspaper articles to the effect that 
a fine of $100 was imposed in Federal court, February 11, on 
Stolte, Dangel & Foss, Reedsburg, Wis., for misdescribing 
the number of cases of eggs in their carload shipments to 
interstate points, and that, February 12, false billing of 
lumber transported by the Laona & Northern Railway Co. 
led to the imposition of a fine of $6,000 by Judge Geiger 
in the United States District Court at Milwaukee. 


COMMISSION ORDERS 


Complaint in Case 8329, Hawkeye Oil Co. vs. Mo. Pac. 
et al., dismissed. 

‘Case 7104, Houston Gas Co. vs. Northern Central et al., 
reopened for further hearing upon the question of 
reparation. 

Complaint in Case 8144, Arizona Corporation Commis- 
sion vs. Sou. Pac. et al., dismissed. 

Reparation in the sum of $816.84 granted complainant 
in Case 6829, Ballou & Wright vs. N. Y., N. H. & H. 
et al. 

The Farley & Loetscher Mfg. Co. of Dubuque, Iowa, has 
been allowed to intervene in Case 8247, Cadillac Lumber 
Exchange vs. Ann Arbor et al. 

Petition of complainant to set aside order of dismissal 
in Case 5431, Sub No. 1, Odell Hardware Co. vs. Southern 
Ry. et al., and for an order assigning case for argument, 
denied. , 

The Cheese Shippers’ Association has been allowed to 
intervene in Case 8525, La Crosse Shippers’ Association 
vs. Ann Arbor et al. 

The Cairo Association of Commerce has been allowed 
to intervene in case 8530, Jas. E. Stark & Co. et al. vs. 
lll. Cent. et al. 

Petition of the Oklahoma Traffic Association and Curtis 
& Gartside Co., requesting a modification of order of the 
Commission in case 7762, Oklahoma Traffic Association et 
al. vs. Abilene & Sou. et al., denied. 

Complainants’ petition in case 6883, Yellow Pine Sash 
Door and Pine Mfg. Assn. et al. vs. Sou. Ry. et al., to 
strike out order of dismissal without prejudice and for 
order assigning case for further hearing in connection 
with Docket 8131, denied. 

Petition of National Slack Cooperage Mfrs.’ Assn. in 
I. and S. case 604, Official Classification ratings for re- 
hearing, denied. ° 

I. and S. case 604, classification of beer, old beer coopei- 
age, old beer boitles and old bottle carriers in Official 
Classification, reopened for further hearing upon the 
question of increased ratings on old wooden beer con- 
tainers, permitted to go into effect Dec. 14, 1915. 

Case 4944, Lang & Owerson et al. vs. Ill. Cent. et al., has 
been reopened for further hearing upon the question of 
damage. 
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G. V. Electric Trucks 
: Tell in Performance 


There’s a lot of noise made about motor truck performance, but it usually 


















ont involves a record for a day, a week or a month. The performance over a period of 
‘a years—soft pedal. 
ne A 1-ton G. V. Electric in Spokane covered over 20,000 miles in 11 months and 


” 27 days. ‘True it had spare batteries, but it stood up under 18 hours’ work and an 
average of 67 miles per day. So much for unusual mileage. But scores of G. V. 
Electrics have for years paid in direct competition with horses in mill yard work— 
hauls involving but 12 to 16 miles daily. 
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i Two 3 1-2-Ton G. V. Electrics which are ‘60% more efficient than former horse delivery’’ 

on 

’ A 2-ton G. V. Coal Truck has just completed the following interesting record: 

e 

” Worked 307.3 Days Made 2365 Trips Averaged per day 7.7 Trips 
Traveled 11857.2 Miles Averaged per day 38.5 Miles The average round trip 5.01 Miles 

‘is Delivered 5016.06 Tons Averaged per day 16.27 Tons The average load 2.12 Tons 

he ; 

et Now, figuring 10 years’ life for that 2-ton G.V., lower figures for parts, renewals 


and repairs, horse wagon wages for driver against probably $20 a week, 25% greater 
tire life, minimum insurance rates and greater dependability — where is the combi- 
_ nation that will equal it? 


3h 


Get the real facts on Electrics. It would be a pleasure to send Catalog 84 
and interesting data. 


: | General Vehicle Company, Inc. 
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a ‘ General Office and Factory: | 
J © Long Island City, New York el : 
As NewYork Chicago Boston Philadelphia 
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BANGOR, ME. 
HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 





Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 








Western Transfer and Storage Co. 


616 to San Francieco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPIRAL TY. 
TWO WAREHOUSES ON TRACK 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


620-583 LAFAYETTE BLVD. 
DETROIT, MICH. 
Bight fireproof a on ae oe 
reads. The ‘wo fireproof wareh oy yo river 
frent. Lowest two freproof warehouses” Twelve aute 
trueks fer delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse ou New York Central Tracks 





OREGON 
OREGON TRANSF ER COMPANY 


474 Glisan St. Established In 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city’ delivery, reshipment and reforward- 
ing by express or parce] post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 


The best distributing point for northwestern Ohio, Michigan - 

yo aa steamship lines of he raion 
P an 

switching eharges om car lots, either in or out. == — 


The Toledo Warehouse Co." 


Solicited. 1308-19 La 
Members American and Interstate Warehousemen’s pRB 9 








THE TRAFFIC WORLD Vol. XVII, No. 9 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Efe. 





Albany Terminal Warehouse Company 
10 TIVOLI ST., ALBANY N, Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 





ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS ” 
ST. JOSEPH . : ° MoO. 


MBRCHANDISD STORAGE WAREHOUGE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 





CHICAGO— 


Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCB TWENTY CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenousemen and Forwarding: Agents. Drayage_ and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc 
EXPORT SPECIALISTS 


ppc st aes Completely Covering Shipments by 
LEAVE IT ALL TO US  ¥ War RISK RAIL and OCEAN 
a to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Ageneies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, etc. 




































Security Wareheuse Company 
MINNEAPOLIS, MINN. PITTSBURGH, PA. 
Northwestern Distributors for nearly all Nationally FIREPROOF AND NON-FIREPROOF WAREHOUSES 
Advertised Commodities—Twenty Car Trackage PENNSYLVANIA SIDING LOWEST INSURANCE 
Space. Write us about storage or distributing 
Motor Truck delivery in Minneapolis and St. Paul HAUGH & KEENAN STORAGE & TRANSFER CoO. 





FORT Bl A page Central Warehouse Co. 


Storage—Forwarding 
Grand and Harrison Streets Trackage Connection with all railroads entering the 
Francis and Hayden Streets Twin Cities. 





Minnesota Transfer, Minn. 


D. A. MORR TRANSFER AND STORAGE CO. PHILADELPSHIA, PA. 


KANSAS CITY, MO. 











teem Central Street BEST DISTRIBUTING POINT IN THE EAS) 
TRANSFER, ERCHANDISE STORAGE, FORWARD- 5 idi i i 
ING, DISTRIBUTION AND CITY DMLIVERINS. et tis eae aie 
Direct Connections With All Rallroads. Fireproof Storage, prep I GIVING Hest wv arenouse we 
Sprinkler System. SCOTT. PAPER CO. WAREHOUSE 
. R. CLEMENTS, Manager 
Trackage, cules 18 cars a day. Very low insurance. 


Springfield, Mass. 
Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 
TRANSFERRING AND RESHIPPING. 
GENEBRAL STORAGE, FURNITURE STORAGE, ETC. 





Established 1890. From long and practical experience 


we know your needs. Write for information. 
Witkin Trucking Com Omaha Fireproof Storage Co. 
9 806-18 SOUTH 16TH ST., OMAHA, NEB. 


el vee ee er ee EIGHT AND ONE-HALF ACRES FLOOR SPACE a 
NEW YORK, N. Y INSURANCE RATE 20 CENTS 
’ . . TRACKAGE SPACE, 10 CARS. GENERAL TEAMING 
“HE SERVES BEST WHO SERVES WELL” AND AUTO SERVICE. 


Minneapolis Transfer & Warehouse Co. Savannah Bonded Warehouse & Transfer Co. 
MINNEAPOLIS, MINN SAVANNAH, GEORGIA 
, : GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 


; 

122 SOUTH FIFTH STREET ING—FORWARDING—PROMPT AND EFFICIENT i 
DISTRIBUTORS OF POOL CARS AND GENERAL SE IaTOn AOUEE GEGeEee Oe | 
WAREHOUSING Members American Chain of Warehouses 


Members American Warehousemen’s Association 


CHICAGO Louisville Public Warehouse Co., Inc- | 

Jos. Stockton Transfer Co. LOUISVILLE, KY. . 
é 

536 The Rookery Building Import and export freight contractors, transfer and i 

Teaming of Every Description—City Delivery Service reshipping agents, custom house brokers. Bonded and ig 

and Carload Distributors. | free warehouses. i 
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~In Washington 


There is the most complete tariff 
file in the United States, includ- 
ing both Current and Cancelled 
Tariffs. 


Thats isthe best traffic reference 
library the country affords, and 


There is the greatest collection 
of historical and statistical re- 
ports relating to railway opera- 
tion the world has ever seen. 


Constant use of all of these enables us to 
make compilations or comparisons of rates 
and to gather any other data you may need 
in an exceptionally efficient manner. 


Let us figure with you when you 
want Special Service with any 
department of the Government. 


SMM MMMM OMT TT TRAM RAR 


The Traffic Service Bureau 


(Publishers The Traffic World and The Traffic Bulletin) 


Special Service Department 


504 Colorado Bldg. Washington, D. C. 
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